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Station, 


Plans for Transport Reorganisation 


UBLICATION of the Transport Bill is imminent and 
speculation as to its provisions is rife. If, as is 
probable, the Bill proves to be merely an enabling bill 
giving the Government wide powers to implement the pro- 
posals outlined in its White Paper, the principal advantage 
gained will be the debate in Parliament, which will give 
critics a further opportunity of pointing out the errors 
and gaps in the Government proposals. Criticism of 
the White Paper may have caused the new Bill to be left 
in very broad terms, apart from the vagueness of the 
original proposals. It may be that the Government is rather 
more definite in its ideas and intentions than when the 
White Paper was written; if so, the probable latitude of the 
Bill will give it a chance to think again. Since the White 
Paper was issued, the accounts for 1951 of the British 
Transport Commission have been published, showing a 
working surplus in most of the Commission’s carrying 
activities, including the railways and road haulage, which 
must have surprised many critics of nationalised transport. 
The results must have been known to the Government 
at the time the White Paper went to press, but in them- 
selves they will not make the Government abandon 
its intentions. The plans for reorganisation of the 
transport system as now known, including decentralisation 
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of the railways, are so indefinite as to give little scope for 
comment except by the political advocates of nationalisa- 
tion, and in any case are to be dealt with in a scheme 
to be submitted to the Government by the B.T.C. The 
new Bill presumably will deal in greater detail with the 
disposal of the nationalised road haulage undertaking. 
Here opinion recently has hardened against Govern- 
ment intentions, largely amongst those who fear the effects 
of unrestricted competition on the railways or who dislike 
the proposed levy on hauliers, or smaller road hauliers 
opposed to the purchase of the undertakings resources by 
the larger haulage concerns. In any event, the railways, 
as we suggested, should be given an opportunity of 
repurchasing their former road haulage business. It is 
mainly, however, on the terms of the scheme for reorganisa- 
tion, rather than on the Bill, that the success of Govern- 
ment plans will depend. 


British-Argentine Railway Liquidation 


Af meetings of shareholders on June 24 of ‘British-owned 
railway companies formerly operating in Argentina, 
the liquidators announced agreement with the Argentine 
Ministry of Transport for one overall settlement of ques- 
tions outstanding with the Government covering all the 
companies, subject to ratification by the Argentine execu- 
tive power. On ratification, inter-compary adjustments 
resulting from the agreement will be established and con- 
currently a settlement of all other outstanding matters will 
be pressed forward to pave the way for the final liquidation 
of the companies. The liquidation has extended for more 
than four years. The former British-owned Argentine 
railways were handed over to the Argentine Government 
in March, 1948, for the agreed sale price of £150,000,000. 
All but a small amount of this sum was distributed to 
stockholders under the schemes of arrangement. Dis- 
tribution of the remainder has been held up by the need 
to settle many and involved transactions. 


Using Railway Workshop Capacity 


"THE Transport Act Amendment Bill which, as recorded 

in our Parliamentary columns this week, is designed to 
facilitate use of railway workshops for rearmament work 
and sub-contract work by British Railways of railway 
material for export, can make little difference to the exist- 
ing situation. The British Transport Commission is pre- 
cluded by the Transport Act, 1947, from constructing rail- 
way or other material not required for its own undertaking. 
When the steel shortage began to cause unemployment in 
British Railways carriage and wagon works early this year, 
the question arose of using railway workshops for Govern- 
mental work. Orders for railway material accordingly have 
been placed at Horwich and other works on behalf of 
the Ministry of Supply, and rearmament work has been 
performed in several works, both categories being covered 
by Defence Regulation 55 (2a). The new Bill seeks to 
legalise rearmament work without reference to the Defence 
Regulations. It seeks also to allow the railways to become 
sub-contractors for railway equipment for the export trade; 
this, according to Major Markham, Member for Bucking- 
ham, who presented the Bill, was usual practice before the 
war—which is not the case; nor does such supplementing 
of private manufacturers’ resources seem necessary. 


Revision of the Indian Railways Budget 


THE inauguration of the Northern, North Eastern, and 
Eastern Railways, completing the zonal regrouping 
of the Indian railways, and reforms in their financial 
structure have entailed a revision of the Indian Railways 
Budget presented to Parliament in February. Dating from 
the days of the companies’ lines, apportionment of earn- 
ings from inter-railway traffic movements—through the 
agency of the Clearing Accounts Office and by adjustment 
known as “ Transfer Railways ’—was an important feature 
in the railways’ finances. For the carriage of railway 
materials, adjustment between departments as well as rail- 
ways was also practised. Now, however, the six new 
railways are’ merely administrative zones, having little 
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control of standards of equipment, employment and labour 
policy, or standards of amenities to be provided. More- 
over, freight and fare levels have been standardised and, 
in fact, the systems are not independent financial entities. 
Adjustments between zones and departments have therefore 
been eliminated, and the budget estimates for traffic receipts 
and working expenses are modified accordingly. 


Effects of the Revision 


HE result of the modifications has been to reduce the 
expected gross freight traffic receipts from Rs.161-97 
crores to Rs.145-66 crores. Total gross receipts are there- 
fore now placed at Rs.282-16 crores instead of Rs. 298-47 
crores in the February budget. Correspondingly, ordinary 
working expenses are now estimated as Rs. 187-69 ‘crores 
in place of the February figure of Rs. 202-70 crores. Both 
these reductions are mainly the result of elimination of 
adjustment of freight charges on railway stores, fuel, and 
other material since April 1, 1952. The overall expected 
surplus in 1952-53 as now revised is Rs.23-47 crores, and 
its proposed distribution is Rs.12-00 crores to the Develop- 
ment Fund and Rs.11-47 crores to the Revenue Reserve 
Fund. In an appendix to the Government Memorandum 
providing the above information, the route-mileages of the 
six new railways are given as: Central, 5,428; Southern, 
5,999; Eastern, 5,667; Northern,. 5,980; North Eastern, 
4,767; and Western, 5,644 miles; the total Indian Railways 
route-mileage is thus 33,485. 


Services to Ulster 


| a the Northern Ireland House of Commons last week 

the Minister of Commerce stated that representatives 
of the Railway Executive informed his Department on 
June 13 of proposals which it had been examining for 
improving generally shipping services between Northern 
Ireland and Great Britain. The proposals included the 
improvement of ports and port terminals on both sides 
and the operation of two new additional ships from 
Heysham designed specially for the carriage of freight 
traffic in containers and on trailers. They involved the 
transfer from Larne to Belfast of the Northern Ireland 
terminal of the present service from Stranraer, and the 
provision, in substitution, of a daily service for passenger 
and goods traffic, except on Sundays, between Larne and 
Stranraer throughout the year. This daily service could 
be duplicated as required. It was explained that re-arrange- 
ment of the shipping services was unavoidable if the Rail- 
way Executive was to satisfy the demands for improved 
facilities for traffic to Ulster, and that the scheme had 
been prepared only after careful consideration of all the 
complex technical factors involved. The Minister of 
Commerce was fully conscious of the wider implications 
of these proposals affecting the general welfare of Northern 
Ireland and was satisfied that the British Transport Com- 
mission would not take any irrevocable step in the 
meantime. 


Punctuality on British Railways 


By VIDENCE of the success of British Railways’ efforts to 
improve punctuality is given in a recent statement that 
during the four weeks ended May 17 over 95 per cent. of 
the 568,542 passenger trains run were either on time, or 
not more than five min. late. This result is the best recorded 
since all line statistics were started at the beginning of 1948 
and is a considerable improvement on figures for the 
equivalent period of 1951. Of the 24,603 express passenger 
trains run during the four weeks up to May 17, 1952, over 
62 per cent. arrived on time and 83 per cent. were on 
time, or not more than five min. late, whereas in the four 
weeks ended May 19, 1951, the comparable figures were 
47 per cent. and 69 per cent., respectively. There was an 
accompanying improvement in the timekeeping of other 
passenger trains, 83 per cent. of which were on time this 
year, as compared with 77 per cent. in 1951, and 96 per 
cent. were on time, or up to five min. late, in contrast to 
92 per cent. last year. 
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Railway Students’ Association St. Andrews Convention 


THE ancient university town of St. Andrews, on the Fife 

coast, was an appropriate venue for the fifteenth 
annual convention of the Railway Students’ Association, 
which was opened by the President of the Association, 
Mr. C. K. Bird, Chief Regional Officer, Eastern Region, 
British Railways, on June 20. It is pleasantly situated and 
offered easy access to the expanding industrial areas in 
South West Fife and across the Tay in Dundee. Visits were 
arranged to a colliery and new town in the former district, 
and to two modern factories on the outskirts of Dundee. 
A paper read by Mr. T. F. Cameron, Chief Regional 
Officer, Scottish Region, British Railways, outlined freight 
train working in Scotland, and Mr. A. V. Cole, of the 
Department of Economics, University of St. Andrews, 
addressed the convention on Scotland’s economic situation, 
with particular reference to Fife. The covention was the 
third to be held in Scotland by the Railway Students’ Asso- 
ciation, and was attended by nearly 50 members. Further 
reference to the convention is made elsewhere in this issue. 


Masonry and Concrete Arching Repairs 


"THOUGH new bridgework seldom takes the form of 
arching nowadays, existing arch bridges still have to 
be repaired and sometimes rebuilt. In this connection some 
features of recent practice in Germany, though not entirely 
original, have been brought to our notice. In a single-line 
viaduct about 60 ft. high and on a 20-ch. curve, one of the 
56-ft. arches was destroyed during the war, and conse- 
quently the pier on each side tilted inwards slightly. As 
the restoration of traffic was urgent, a new concrete arch 
was hurriedly built without straightening the piers. It was 
soon found that the thrust of the new arch under traffic 
forced back the piers, and serious cracks developed in the 
new arching. Accordingly the crown was supported on a 
centring of rollers mounted on standard unit steel trestling, 
a pocket was cut in the concrete crown at each side, and 
two 100-ton hydraulic jacks, inserted in the pockets, jacked 
and held apart the two halves of the arch while the gap 
was filled with concrete. No further trouble has been 
reported. 


Waterproofing Arches under Traffic 


I N another German viaduct, consisting of five 46-ft. skew 

arches and carrying a double line, the waterproofing 
deteriorated so seriously that the whole of the masonry 
became saturated and dangerous cracks developed. It was 
therefore decided to repair the stone arch rings, and replace 
the backing with a reinforced concrete deck and filling. 
As well as distributing the load, this decking was sloped 
off on top under each track so that after waterproofing, the 
water drained to points nearly over the piers and was led 
off through vertical or oblique drain pipes inserted 
through the arching. The waterproofing consisted of 
Oppanol foil covered with wool-felt applied hot. The work 
was done half at a time under single-line traffic working, 
a longitudinal wall being built along the centre line to 
retain the ballast under the track in use. 


Preventing Rough Freight Handling 


ii was stated recently by Mr. William T. Faricy, President 
of the Association of American Railroads, that the 
amount paid by the United States railways in 1951 in 
settling claims for loss of or damage to consignments in 
transit was $99,000,000. For this reason the A.A.R. has 
set up a Freight Loss & Damage Prevention Section, which 
has taken an active part in the plans of the railways for 
their sixteenth annual “ Perfect Shipping Month.” The 
month so designated was April, and the A.A.R. this year 
distributed 250,000 posters drawing attention to the cam- 
paign, 327,000 leaflets addressed primarily to consignors, 
and 122,000 leaflets for circulation among the railway 
marshalling yard staff. The education of railway staff in 
more careful shunting methods is the most important 
factor, for it is almost certain that most of the damage, 
both to wagons and their contents, occurs when they collide, 
by rough shunting, at speeds of over 4 m.p.h. 
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Steel Production 


HE report of the British team which under the leader- 

ship of Sir Charles Goodeve studied steel production in 
the U.S.A. last year through the aid of the Anglo-American 
Council on Productivity, records conclusions similar to 
those of teams from other industries. It goes further, how- 
ever, than previous reports, in making detailed recommenda- 
tions and the team’s analysis of the American industry is 
closely related to the problems of the British steel industry; 
this is of the utmost significance when preparatory work is 
being completed for the second five-year development plan 
for steel in this country and when the denationalisation of 
steel has been promised by the Government. 

The report attributes the higher productivity of plant and 
labour in the American heavy steel industry mainly to the 
size of plant units, on which a number of recommendations 
are made for the British industry, the greater purity and 
abundance of raw materials, the tendency to drive plants at 
high speed, and the use of high-grade fuel, including oil 
and natural gas. A factor unfavourable to the industry in 
Britain is the relatively restricted market, only one-sixth as 
large as the American, and much less standardised because 
of the larger proportion of exports; in U.S.A., the ranges 
in the size and quality of products have been reduced and 
less rigid specifications of finish encouraged, and stockhold- 
ing merchants deal with smaller orders. In manpower utili- 
sation, American manning per unit of plant is generally lower 
than in Britain, despite output 1-5 to 2-8 times as great. The 
team finds that the American operative has to actuate his 
controls and perform many other operations more frequently 
than his British counterpart, and that with each operation 
more steel is processed or moved. Management and men 
in each works in Britain are urged to regard the high 
productivity of American labour as a stimulus to a further 
review of their own manning and job duties, and consider 
use of further mechanical aids. In training and wel- 
fare, progressive British firms have little to learn; in acci- 
dent prevention, the report states that the British industry 
lags behind, and that co-operative studies and action by firms 
are needed. In view of these findings, the present prices of 
British steel, some of the lowest in the world, are the more 
remarkable. 

In railway transport, the interdependence of rail- 
ways and the steel industry is rightly stressed. Rail trans- 
port, it is pointed out, represents 16 per cent. of the total 
delivered cost of steel in U.S.A., and 10 per cent. in 
Britain. The team disclaims any attempt to analyse the 
cost of railway transport, but remarks that “ British 
charges are higher, despite a wage level about one-third 
that in America and a more favourable load factor of 
the permanent way (more tons per line per day).” Higher 
costs and lower wages “can only be reconciled on the 
assumption that the labour productivity on British rail- 
ways is never lower than that in America.” Without in- 
quiring into the team’s interpretation of labour produc- 
tivity on railways, it can only be said that the report 
makes no mention ‘in this connection of the disparity 
between length of haul in Britain and U.S.A. and of the 
high cost in manpower and other resources of mar- 
shalling, for instance, necessitated by conditions such as 
the smaller consignments peculiar to Britain. In recom- 
mending heavier train loads and larger wagons as a means 
of lowering mineral transport costs, the team doubtless 
is aware of traffic conditions on British Railways. The 
greater suitability of tippling against bottom discharge of 
wagons is acknowledged, because of sticky ores in this 
country, though mention is made of vibrator discharge of 
wagons in U.S.A. “The steps necessary to raise the 
average load of ore and coal wagons,” states the report, 
“are well known, and slow but definite progress is being 
made.” The problem of raising the loads of wagons of 
finished products are acknowledged to be more complex, 
but it is stated that the design of wagons and freight 
rates are based on a policy of small loads, “ which policy 
must be discarded before reasonable progress can be 
made.” This is perhaps less than fair to the railways of 
Britain, which now and for years past have fully realised 
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what. is and has been required of them by the steel 
industry. In wagon building, as in every other railway 
activity, they are dependent for supplies of steel on some 
of their best customers. The construction of new wagons 
has been delayed by shortage of steel, and many other 
measures to improve the handling of traffic are held up by 
the ban on capital improvements which the report men- 
tions. It is only fair to point out the magnitude of what 
has been done since the war both before and after 
nationalisation; a good example of immediate applica- 
tion to the steel industry is the railway development at Port 
Talbot, described in our issue of June 22, 1951. Doubtless 
reorganisation and expansion of British steelworks will 
result in a new pattern of railway movement, for which 
the railways will certainly provide if they are given the 
necessary steel and authority to go ahead with their 
present plans and with measures for which necessity 
may arise. As to rates, those affecting the steel industry 
no doubt have been covered by the British Transport 
Commission Freight Charges Scheme, which has not yet 
appeared, and the future of which is uncertain; any future 
basic revision of railway charges must take into account 
the needs of the steel industry. The team suggests more 
powerful steam and possibly diesel locomotives as aids to 
heavier train loads. Having disclaimed any attempt to 
discuss the question of speeds and continuous braking, it 
states that “ the advantages of the fitting of (air) brakes are 
obvious, but the disadvantages of added operating costs for 
short hauls are not generally appreciated. It is not certain 
that. their use in Britain would materially reduce rail 
charges.” It is a pity that, having got so far, the report did 
not further discuss this thorny question. 

As to the future, the five-year plan is being formu- 
lated on the basis of increasing steel production to at 
least 20,000,000 ingot tons a year, and pig-iron production 
to 15 million tons a year. New sources of ore supply, 
particularly in Africa, are being explored and de- 
veloped. It is disturbing to hear that their exploitation is 
handicapped by the inadequacy of railway facilities in 
undeveloped territories in and outside the British Common- 
wealth; but many of the railways concerned are in turn 
restricted in their development by shortage of steel for track, 
rolling stock, and other equipment. 


Articulated Locomotives for New South Wales 


T° improve existing services and cope with expected 
population increases and industrial expansion in the 
years immediately ahead, the New South Wales Depart- 
ment of Railways is spending approximately £30 million 
on a new locomotive and rolling stock programme. The 
electrification of certain sections of the railway is also 
included in the programme; electrification of the line 
between Sydney and Wallerawang, a distance of 106 miles, 
has already been taken in hand. An interesting feature 
of the locomotive programme is the provision of 50 Beyer- 
Garratt articulated locomotives which are being constructed 
by Beyer, Peacock & Co. Ltd., in the design of which a 
number of unusual features have been incorporated, not 
the least of which is the provision of cast-steel beds, this 
casting includes the cylinders, stays, brackets and so on. 
These are the first articulated -Beyer-Garratt engines to be 
provided with frames of this type. 

The design is conspicuous for its power, weight, and 
dimensions. Weighing approximately 255 tons in working 
order, and measuring 108 ft. 7 in. over buffers, they rank 
as the most powerful engines built in Europe. The New 
South Wales loading gauge, 14 ft. x 9 ft. 8 in., allows con- 
siderable latitude in design, a feature of which the designers 
have taken the fullest advantage; the locomotives will be the 
largest and heaviest on the New South Wales system 
and ever imported into Australia. Because of their 
comparatively low axleload of 16 tons, they will be 
able to operate over practically the whole of the 
system. The cast-steel beds were cast in the U.S.A. 
and weigh approximately 13 tons. The cylinders are fitted 
with renewable cast-iron liners of 194 in. dia.; provision 
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has been made for boring the liners to 204 in. dia. if 
required at some future date. Special attention has been 
given to the lubricating system, which has been designed 
with a view to reducing to a minimum the engine prepara- 
tion time. 

Mechanical lubricators feed oil to most moving parts, 
other than parts of the motion, spring, and brake gear, 
for which Ajax grease lubrication is provided; Walter split 
bushes are fitted to the spring and brake gear. Four-way 
distributors are incorporated in the lubricating system, 
all joints, valves, and so on are accessible at ground level; 
the crankshaft, and associated parts of the stoker engine 
are lubricated by the splash method from the engine sump. 
Skefko self-aligning roller bearings on all coupled and bogie 
axles are grease lubricated, as are also the Skefko roller bear- 
ings fitted to the large end of the connecting rod and driving 
crankpin bearing of the coupling rod. The intermediate 
crankpin has a renewable, bronze floating bush in the, eye 
of the coupling rod working in a hardened steel fixed bush, 
which enables replacement of the floating bush to be made 
without dropping the rods, and the consequent disturbance 
of the roller bearing assembly. The locomotives, some 
of which have arrived in Sydney, and will shortly be 
placed in service, are described and illustrated elsewhere in 
this issue. 


British Transport Commission Traffic Receipts 


THE four weeks to June 15, Period 6, embrace 
Whitsuntide. It was, therefore, to be expected that 
British Railways passenger receipts shown in the advance 
figures for this period would exceed those for the corre- 
sponding period of 1951, which did not include the Whitsun 
holiday; the large number of excursion and ordinary— 
almost the same as the former monthly—return ticket book- 
ings more than compensated for the reductions in ordinary 
passenger fares outside the London Area from May 1. 





























Four weeks to | Aggregate for 
June | 24 weeks 
es Incr. or | Inc. or 
decr. |— ——_——— | decr. 
| coma | 1981 52 | 1951 1952 | 1951 
| | 
| 
| £000 | £000 | £000 | £000 | £000 £000 
British Railways— } 
Passengers on + 9,380 | 8,673 | + 707 | 44,781 42,577 |+ 2,204 
Parcels, etc., by passen- | | | 
ger train “ 2,762 | 2,647 115 | 15,972 | 14,766 |+ 1,206 
Merchandise & livestock | 7,657 | 8,194 \- 537 | 49,292 | 45,019 |+ 4,273 
Minerals . - .--| 3,153 | 2,932 221 | 19,348 | 16,263 |+ 3,085 
Coal & coke ‘| 7/395 | 7/510 |— 115 | 47.619 | 41,605 |+ 6,014 
Paes 
| 30,347 | a9986 | + Ea | 177,012 | 160,230 | + "16,782 
British Road Services aenl | 5. 756 [3 5; 818 62 | 35, 730 if “ws 333 |- 1, 397 
Road Passenger Transport : | | 
Provincial & Scottish— | 
Buses, coaches & — | } } | 
buses ... we] 3,916 | 3,434 |+ 482 182 | 19,559 | 17,787 |+ 1,772 
Rana’ Ses bc eh: le ee 
London Transport— | | } 
Railways .. ; | 1,419 | 1,246 173 | 8,098 7,378 |\+- 720 
Buses & coaches. a 232 | 2,722 510 | 17,280 | 14,898 |+ 2,382 
Trolleybuses & trams he 784 | 767 it 17 | 4,426 | 4,512 clad 86 
| 5,435 | 4735 | 4 700 | 29,804 i: 26,788 | + 3,016 
“er peeing 3 aw | | 
| 72 | 2 454 | 388 + 66 
Freight charges, etc. 103 93 | i+ 10 582 478 |+ 104 
173 |e | + 8 | 1,036) 866 yy “170 


Total... 45, 627 i“ 108 |+ 1519 | | 263. 14. 240,004 | +23, 137 


~ The remarkable feature of British Raliways receipts for 
the period is the decline of 6:5 per cent. in merchandise 
and livestock receipts compared with last year. This seems 
to indicate a drop in merchandise traffic too great, in view 
of the increase in rates, to be explained by the incidence 
of the bank holiday; the outbreak of foot-and-mouth 
disease must have affected livestock receipts, 
recession in the textile industry was an important factor. 
Coal and coke receipts were very slightly below last year’s, 
which points to considerable reduction in  ton-miles 
in view of the higher rate; there seems to have been some 
reorientation of traffic, with reversion in some degree to 





and the’ 
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the prewar pattern of shorter hauls from coalfields to 
ports instead of the longer rail hauls inland characteristic 
of coal transport in recent years. Mineral receipts, which 
were only 7:5 per cent. over those for Period 6 of 1950, 
show some reduction in ton-mileage over last year, in 
view of the higher rate; it is uncertain whether the Whitsun 
holiday could account for this. 

The increase of 18-4 per cent. in London Transport bus 
takings compared with 1951 was caused largely by the fare 
increases effective from March 2, though the Whitsun bank 
holiday and traffic transferred from suspended tram services 
would have helped. A somewhat similar rise, of 13-8 per 
cent., in Underground receipts was due to the same causes. 
This was the last complete four-week period before the final 
disappearance of London Transport trams on July 5; trams 
and trolleybuses together produced receipts 2:2 per cent. 
above last year’s, despite withdrawal of tram services during 
the preceding twelve months, 

Receipts for Period 6 from the carrying activities shown 
in the advance figures, which amount to some 90 per cent. 
of total traffic receipts, exceeded those for the correspond- 
ing four weeks of 1950 by only £1,519,000, or 3-5 per cent., 
which is disappointing in view of increases in charges, and 
is little to set against rising costs. 


BRITISH TRANSPORT COMMISSION TRAFFIC RECEIPTS 
PERCENTAGE VARIATION 1952 COMPARED WITH 1951 























4 weeks to 24 weeks to 
June | June 15 
British ———- ; 

Passengers .. + 81 + 5-1 
Parcels - : + 4:3 + 81 
Merchandise & livestock — — 65 + 9-4 
Minerals... oe + 7:5 +18-9 
Coal & coke — 1-5 +14-4 
Teel ... a see sis “ + 143 +10-4 
British Road Services... ane Ses at ne — 1-0 + 4:0 
Road Passenger Transport +14-0 + 9-0 

London Transport— al 
Railways see wie ose ous ose +13-8 + 9-7 
Buses & coaches ... See Pea ie on +18-4 +15-9 
Trolleybuses & trams... i re + 2:2 — 19 
Total ... +147 +11-2 
Inland Waterw2ys + 4:8 +19°6 
Aggregate + 3-4 +9°6 





A Vivid U.S.A. Railway Report 


(THOUGH the annual reports of U.S.A. railways give 

ample details of financial and operating results, many 
of the companies go further by publishing the record of 
the year’s happenings in an attractive style. The 1951 
report of the Gulf, Mobile & Ohio Railroad is a good 
example of the modern way of addressing stockholders 
and the public. Clearly printed on good paper, the report 
runs to 48 pages, a quarter of the space being occupied 
by a map of the system, sundry diagrams, and topical 
illustrations. One picture, for instance, shows repairs to 
the western branch, which was put out of action for 51 
days by the Kansas flood i in July, 1951. It is not surprising 
to read that the cost of restoring the line was about 
$430,000. 

The G.M. & O.R. operates 2,878 route ates stretching 
across the Middle West from Chicago to Mobile, and New 
Orleans on the Gulf of Mexico. The railway does not 
reach the State of Ohio, but is a 40 per cent. user of the 
Cairo Bridge over the Ohio River. The bridge is owned 
by the Illinois Central and is being rebuilt at the joint 
expense of the two railways. Both are primarily freight 
carriers, handling freight of all kinds in a competitive 
territory. With 6,539 miles of road, the Illinois Central has 
a much larger net ton-mileage, 22,020 million compared 
with 6,140 million. The density of its traffic is fully 50 
per cent. above the G.M. & O. level, when measured by 

‘net ton-miles per mile of road per day.” 

Other things being equal, the Illinois Central, moving the 
greater volume of traffic, should produce better operating 
statistics than its rival. Last year it failed to do so by 
a wide margin, as shown by the significant averages quoted 
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below. The fourth column in the table indicates the great 
progress made by the G.M. & O. since 1945. 


G.M. & O. 











| Ilinois 
Statistical average = O. Central, | per cent. 
1951 | over 1945 
Trainload (shorttons) ... ......| 598 | ~—s,192 60 
Loaded wagon-miles per train-mile  ... 70-5 55-6 62 
Net ton-miles per wagon per day | 1,157 1,106 2-4 
Train speed (m.p.h.) aay oe =e 18-9 17-2 9-0 
Gross ton-miles per train-hour ... = - 43,447 78 


Operating ratio, per cent. mae 
Percentage of freight locomotives 
unserviceable... én bee okt 





One factor differed on the two railways and may have 
been decisive in producing the wide variation in operating 
results. The G.M. &O. used nothing but diesel-electrics 
for working 3,853,000 freight train-miles. Between 1946 
and 1950, the railway built up a diesel fleet until it was 
able to eliminate the steam locomotive. The concurrent 
uplift in traffic statistics is obvious from the table above. 
The Illinois Central relied on steam power, though in 1951 
for the first time two diesels worked some 79,000 freight 
train-miles—a minor item against the 18,631,000 train- 
miles turned out by 657 steam locomotives. The Illinois 
Central proceeds on the theory that “it takes all kinds 
of power to work a railroad.” So it maintains an efficient 
steam stock for “ heavy fast freight jobs,” but advertises 
that “ diesels do the bulk of the yard work and furnish 
smooth power and swift acceleration for passenger trains.” 

The growing volume of traffic in 1951 provided a fair 
test between the two methods of traction. The G.M. & O. 
had an increase of nearly 11 per cent. in net ton-miles. Its 
freight train speed fell from 19-7 to 18-9 m.p.h.; the other 
statistical measures of freight movement improved sub- 
stantially. On the Illinois Central net ton-miles rose 4-4 
per cent. Freight train speed declined from 17-7 to 17:2 
m.p.h.; statistics of freight train performance were distinctly 
below the 1950 level. 

These comparative results prove that the diesel has a 
reserve capacity surpassing any effort the steam locomotive 
can make to cope with an intensive freight movement. 
The Association of American Railroads is satisfied also 
that “on lines having heavy traffic density, a diesel will 
pay for itself through savings in operating costs in about 
4 or 5 years.” That explains why last year 950 diesels 
were handling freight trains in the Southern Region of 
the U.S.A. railways. It is odd that the Illinios Central, 
the largest company in the region, should hesitate about 
trying diesels freely for freight haulage! Its subsidiary, 
the Central of Georgia, assigned 34 diesels to freight service 
in 1951 and bettered the operating results of 1950, when it 
employed only 16 diesels. The Central of Georgia seems 
bent on emulating the feats of the Gulf, Mobile & Ohio. 


Tendencies in German Signalling 


UfA™ well into the present century, signalling develop- 
ment in many countries on the Continent followed 
lines markedly different from those which had guided 
signal engineering in Great Britain, where for the most 
part they were little known. This applied more particu- 
larly to the practice in Central Europe, where the fashion 
was set by the methods adopted in Germany and much 
of the apparatus had been supplied by German firms or 


their local representatives. This led to the application of. 


designs of equipment, such as locking frames and signal 
and point mechanisms, unlike anything in England and 
working on principles appreciably different in certain 
respects from those to which the British railwayman had 
become accustomed. 

The main conceptions of interlocking and block working 
could not be, in the last resort, fundamentally different on 
the Continent; it was in the detailed application of them 
that differences came in. Of these no doubt the principal 
was carrying out shunting movements with no, or few, 
shunting signals in the strict sense of the term. From this 
sprang the practice, invariably held to, tenaciously, of 
making all points trailable. This in turn reacted on the 
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construction of the locking frames and the arrangement 
of their locking boxes, with an almost total absence of 
conditional mechanism. The use of double wires for 
signal operation brought with it the great advantage of 
accurate working at all times of the semaphores and discs. 
In most parts of Central Europe, though not all, double 
wires were and are still used for points, again introducing 
considerations to which the British signal engineer needed 
to pay no heed. 

One of the consequences of using the type of construc- 
tion adopted for mechanical locking frames in the Ger- 
man system of working was that power operation early 
made a strong appeal. The manipulation of these frames, 
involving the movement of route handles in addition to 
the ordinary levers, so distinctive of them, was noticeably 
slower than that of the British type, as it may be called for 
convenience. At stations handling a frequent traffic, such 
as the Potsdamer suburban station, in Berlin, the much 
quicker operation afforded by power, even without depart- 
ing from the accepted ideas of signalling such stations, 
long unaffected by the change, brought worthwhile advan- 
tages. The development of the equipment, in which a 
number of firms came to compete, was highly creditable; 
in no respect was it inferior to the progress made else- 
where with similar apparatus. For a long time there was 
not much impact of other ideas from outside on practice 
in Central Europe, but it began to be noticeable between 
the two wars, when there was a tendency towards some 
use of independent shunt signals at the larger stations, 
although this fell short of the complete breakaway from 
tradition effected in this respect in Sweden, and later the 
neighbouring countries. In more recent years, however, a 
decided change has become observable in power signal- 
ling design in which the influence of new technical con- 
ceptions is plainly to the fore. This is clearly set out in an 
interesting article in our contemporary Signal und Draht 
for January last by Dr. A. Dobmaier, Chief of the Signal 
Department of the Bundesbahn. 

Even before the formation of the Reichsbahn in 1919 
some standardisation of signal apparatus had been 
attempted, chiefly in Prussia, to obviate the mainten- 
ance difficulties caused by the use of many designs of the 
numerous firms which once supplied such equipment. 
Most of these designs are found even today, but for some 
a time limit of five years has now been laid down. 

This standardisation, which began with mechanical 
equipment, was continuously carried on and during the 
last war extended to cover power interlocking frames. 
Soon afterwards the newer conception of relay interlock- 
ing obtained favour, and designs were-worked out by the 
signalling industry and put into effect with such success 
that about 60 installations are, or will shortly be, in 
service. 

The principle having been accepted for tuture work, 
the types of installation that can be realised with its aid 
have been classified with the object of arriving at operat- 
ing specifications adapted to a range of requirements; the 
aim is the disappearance of mechanical signalling and its 
replacement everywhere by electrical systems using the 
new technique. This ideal needs a long time to attain, but 
that it is being entertained is of great significance, when 
the once conservative spirit in Germany in operating 
methods is borne in mind. The need of replacing much 
damaged equipment has afforded an opportunity of intro- 
ducing new methods of which full advantage has been 
taken. This applies not only to signalling in the ordinary 
sense but to telecommunications also. In addition auto- 
matic signalling, seen only recently on main lines, in 
association with remote control from a central point, has 
been successfully applied, with reversible working on the 
descending track, between Bebra and Cornberg; it will be 
at work in a few months between Nuremberg and Regens- 
burg, 56 miles. Similar methods have been applied in the 
neighbourhood of Cologne, with multiple-aspect signals. 

The extensive network and numerous junctions of the 
Bundesbahn necessarily involve a large amount of signal- 
ling apparatus, as shown by the following figures for the 
Western zone of Germany, certain lines in the south-west 
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In this zone there are 8,942 signalboxes, of 
which 7,725 are at stations. Of this total 953 are power 
operated, all but 17 all-electric. Of the 7,989 mechanical 
boxes 5,449 are of the old designs in use before standardisa- 
tion was carried out. In addition there are 396 out-door 
ground type frames. There are 29,694 stop signals, of 
which 239 are colour-lights, and 15,267 distant signals, of 
which 123 are colour-lights, with 21,421 stop shunting, 
draw-ahead and other subsidiary signals, and 103,508 point 
indicators. Of these last 46,225 have the new reflecting 
. surfaces, recently referred to in our columns, 43,130 are 
lighted internally, originally universal practice, and 16,153 
are unlighted. 

The extent to which power working has been developed 
is shown by the 25,527 d.c. signal and point machines and 
1,145 a.c. point machines. There are 4,333 electric point 
detectors attached to mechanically-operated points. For re- 
leasing the block and controlling route locking 29,970 treadle 
rail-contacts are in service, of which 12,985 are combined 
with insulated rails. Automatic train control of the induc- 
tive type is in operation on 2,073 miles of route, of which 


excepted. 
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62 miles are single track, with 8,180 track magnets. There 
are 12,723 level crossing barriers and 150 light type crossing 
warning signals. In the signalboxes there are 122,000 levers 
of all types on which act 8,197 electric locks, and 92,746 
relays. 

Post-waredifficulties, material and financial, are seriously 
affecting the maintenance of the equipment, and Dr. 
Dobmaier stresses the necessity of using the available funds 
to the best advantage if the standard of safety is not to 
fall still further, with consequent unwelcome interruptions 
to the traffic. 

In telecommunications, in which the former Reichsbahn 
installations reached before the war a high standard of 
development, it is intended to extend still further the facili- 
ties for automatic switching and through dialling, the use 
of teleprinters, and the provision of wireless communication 
in marshalling yards and between shore and ship and train 
ferry. It is also planned to replace the morse ink-writers, 
of which the German lines have hitherto made wide use, 
by teleprinters, or telephones, with message storing 
facilities. 








(The Editor is not responsible for the opinions of correspondents) 


The ‘‘ Coronation” Express 


June 24 

Sir,—I am writing to express the hope that British 
Railways will find it possible to re-introduce the “* Corona- 
tion” express next Spring to celebrate Her Majesty’s 
accession to the throne. This late-afternoon Anglo- 
Scottish service was a fine advertisement for our railway 
system, and also a good revenue raiser, as it provided a 
completely new facility. Now that the London to Edin- 
burgh time has come down to just over 7 hours by ordin- 
ary train it should be possible to lay. down a 6} hr. timing 
which the lightweight flyer could observe with something 
approaching its pre-war reliability, and which would give 
an overall speed of just over 60 m.p.h. A departure 30 
min. earlier than pre-war probably would be more con- 
venient than a later arrival. 

I dare say this idea has occurred to somebody inside 
British Railways, and if so, good luck to them. But I 
hope that two trains of new stock can be built to show 
the world our latest ideas in rolling stock design and décor, 
rather than rehabilitating the old Gresley sets. The supple- 
mentary fares would soon cover the cost. 

Yours faithfully, 
D. J. O. FERRY. 
70, Grange Gardens, Pinner 


Standardisation Policies 


June 28 

Sir,—The excellent article by Mr. K. J. Cook in The 
Railway Gazette of June 13 naturally invites comparison 
with the standardisation policy initiated by the Railway 
Executive. 

Having regard to the fact that it took 50 years of uninter- 
rupted development (in itself a unique occurrence on a 
British railway) to attain something approaching total 
standardisation on the G.W.R., one is entitled to doubt 
whether the present Railway Executive policy can show 
any advantage over the old order. This is based on three 
factors: (a) a constant policy over a long period is 
extremely unlikely under present conditions; (b) Church- 
ward’s designs represented a great advance on contem- 
porary practice, whilst B.R. policy is to set a mediocre 
standard based on past practice; and (c) if the steam loco- 
motive is not defunct in 50 years, then the railways 
assuredly will be. As to the latter, the ultra conservative 
G.W.R. had thought it time to begin trials of alternative 
prime movers. 

Looking a little further into present-day policy one notes 


that the new standard B.R. rolling stock is being scattered 
all over the country in small numbers, instead of being 
concentrated in one area when some advantage might be 
gained as regards stores and when the true cost of main- 
tenance could be easily determined. Such inconsistency 
naturally leads to the suspicion that certain executives are 
“playing at trains” from the capital equipment of British 
Railways. 

I would suggest that these gentlemen spend six months 
studying the railways on the Continent, which now show 
vast advances over British practice in almost every depart- 
ment, before multiplying the present standard designs. 

In conclusion I would plead for the technical press to 
be more forthright in their views on the subject instead 
of merely publishing a succession of official handouts. 
Only by such means will the majority of people be brought 
to realise that it is possible to advance beyond the trussed 
underframe and oil lamp era. 

Yours faithfully, 
W. G. WILLIAMS . 
10, Rathgar Avenue, Ealing 


Fouling Point Indicators 


June 16 

Sir,—In a recent issue, a photograph was reproduced of 
a new large fouling-point indicator. Evidently, the mem- 
bers of the present administration have never had any 
experience in working in the sidings and marshalling yards. 
Nor do they seem to know that, in the last century, small 
ground discs were provided between some of the sidings 
to indicate the fouling point. But as the shunters some- 
times tripped over them, and injured themselves when run- 
ning alongside the trucks applying brakes, etc., they have 
never since been provided, either on home or overseas rail- 
ways. Yard foremen and shunters also well know the 
fouling points in their own sidings, without needing 
indicators. 

If, however, this administration considers that fouling- 
point indicators are now essential, they might easily be 
provided by a splash of white paint on the sides of rails— 
so avoiding the expense it contemplates in installing these 
new indicators between sidings all over the country. 

Yours faithfully, 
E. R. B. ROBERTS 
Eynesbury, St. Neots 

{The installation referred to, illustrated in our May 16 
issue, is an experimental one, and its use elsewhere than in 
depots of the London Transport Executive is not envisaged. 
Ep., R.G.] 
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Railway Centenaries 
Below is a list of some centenaries 
during the second half of 1952. 


July 1, Newport Marshes to Ponty- 
pool opened (8 miles). Monmouthshire 
Railway & Canal. 

July 1, Birmingham New Street to 
Bushbury opened (143 miles). Birming- 
ham, Wolverhampton & Stour Valley 
Railway. 

July 1, Port Dinorwic to Carnarvon 
opened (4 miles). Bangor & Carnarvon 
Railway. 

July 1, Leuchars Junction to St. 
Andrews opened (5 miles). St. Andrews 
Railway. 

July 1, Alloa to Stirling opened (6} 
miles). Stirling & Dunfermline Rail- 


way. 

July 1, Widnes to Garston opened 
(64 miles). St. Helens Railway. 

July 15, Werrington Junction (Peter- 
borough) to Retford opened for goods; 
passengers, August 1 (59 miles). Great 
Northern Railway. 

July 19, Chepstow to Chepstow East 
opened (1 mile). South Wales Railway. 

July 28, Farnham to Alton opened 
(8; miles). London & South Western 
Railway. 

August 4, Newport, Courtbella to 
Dock Street opened (} mile). Mon- 
mouthshire Railway & Canal. 

August 10, Elgin to Lossiemouth 
opened (54 miles). Morayshire Rail- 
way 

iin 25, Redruth to Truro (Pen- 
withers) opened (9 miles). West Corn- 
wall Railway. 

(In August), Charlton to Angerstein’s 
Wharf. opened (1 mile). South Eastern 
Railway. 

September 6, Stoke Junction to New- 
castle-under-Lyme opened (14 miles). 
North Staffordshire Railway. 

September 30, Birstal branch opened 
(2 miles). London & North Western 
Railway. 

September 30, Whitehaven tunnel 
opened (1 mile). Whitehaven & Furness 
Junction Railway. 

October 1, Bacup branch extension 
opened (24 miles). East Lancashire 
Railway. 

October 1, Banbury to Birmingham 
(Snow Hill) opened (42 miles). Great 
Western Railway. 

October 11, Landore to Carmarthen 
(Junction) opened (304 miles). South 
Wales Railway. 

October 14, Maiden Lane (temp.) to 
Kings Cross opened (} mile). Great 
Northern Railway. 

November 16, Stourbridge (Junction) 
to Dudley opened for goods; passengers, 
December 20 (54 miles). Oxford, Wor- 
cester & Wolverhampton Railway. 

November 17, Shafthill to Lambley 
opened (4 mile). Newcastle & Carlisle 
Railway. 

December 20, Penshaw Junction to 
Sunderland (South Dock) opened for 
minerals; goods, April; passengers, July, 
1853 (64 -miles). York, Newcastle & 
Berwick Railway. 
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A Joseph Locke Pass 


The accompanying illustrations show 
a pass issued to Joseph Locke, the noted 
engineer, by the Scottish Central Rail- 
way. Locke, whose name is associated 
chiefly with the building of the Grand 
Junction; London & South Western; 
Sheffield, Ashton & Manchester; and 
Caledonian Railways; was also the 


wise traveller must post himself at the 
carriage door in order to note the exact 
position of the refreshment room. Then 
in the midst of the wild rush which 
follows, he must walk straight to the 
counter, choosing, if possible, a portion 
which is not too crowded and at which 
an attendant seems least busy, and 
state his wants in a loud clear voice 


Obverse and reverse of silver pass over the Scottish Central Railway issued to 
Joseph Locke 


engineer for the - Scottish Central, 
opened between Castlecary and Perth 
in 1847. We are indebted for the photo- 
graphs of the pass to Mr. Anthony 
Murray. 


London Midland Region Mayors 


Six British Railways, London Mid- 
land Region, staff have been appointed 
to the office of mayor for 1952-53. 
They are: Messrs. F. Roberts, machi- 
nist (Mayor of Crewe); J. Gilhooley, 
engine driver (Widnes); W. E. Varnals, 
road motor driver (Shoreditch); P. 
Griffiths, sheet repairer (St. Helens); E 
Bond, signalman (Newcastle ([Staffs]); 
G. A. H. Matthews, engine driver 
(Gloucester). 


Great Western and North Western 


It appears from a comparison of the 
speed and fares of the express trains 
upon these railways that the speed of 
the fastest trains between London and 
Bristol on the Great Western is 43 
miles per hour, and on the London and 
North-Western, between London and 
Birmingham, 40 miles per hour... . 
The average fares per mile on the Great 
Western are—for first class, 3-068d., 
and for second class, 2°502d.; while on 
the London and North-Western the 
average is, for first class, 2-676d., and 
for second class 2-178 d.. .. —From 
“The Times” of June, 19, 1852. 


Order for Refreshment 


Railway passengers who are to pay 
so heavily in future for meals on their 
journeys may be interested to recall 
advice given for those who intended to 
visit the Great Exhibition of 1862. In 
some cases trains were then stopped by 
contract at certain stations in order to 
enable passengers to get food. . . . “ The 


dispensing with courteous flummeries. 
He must say ‘ pie’ or ‘ale’ or whatever 
he can see on the counter. Usually 
sausage rolls or pork pies.”—From 
“ The Manchester Guardian.” 


On the Passing of London Trams 


The last tram to run in London will 
make the trip from Woolwich to the 
New Cross depot at 11.57 p.m. 
tomorrow, July 5. 


Farewell, efficient tram: 
move 
And never lose your way in fog or 
snow. 
The smaller bus which takes your place 
will prove 
Less guided, causing jam, not ordered 
flow. 


in lines you 


Farewell, of the 
crowd, 
Who gave the cheapest travel we have 
known. 
Your modern Blackpool brothers, with 
heads bowed, 
Are shamed they never 
London shown. 


neglected carrier 


were to 


You “ Felthams,” 
service true,— 
From L.T.E.’s 

pride,— 
And Number One, farewell; we knew 
you blue, 
“— in the Subway we were free to 
ride. 


now to Leeds in 


disdain to loving 


Farewell ! We drink our last funereal 
cup, 
Then move on foreign oil—and fares 
go up. 
B. J.P. 
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OVERSEAS 


NEW ZEALAND 


Loss in 1951 


The Railways Department showed a 
loss on all services of £1,202,000 for the 
‘ year ended March 31, 1952. Compared 
with the previous year, the gross 
revenue increased by 8:64 per cent. to 
£29,993,186 and gross expenditure by 
14-11 per cent. to £25,195,674, the ex- 
penditure excluding £2,999,476 interest 
on railway capital liability. 

The loss, according to the Depart- 
ment, is attributable to the waste in- 
creases approved, to increased cost of 
. fuel, and in a lesser degree to the water- 
front and allied disputes which began in 
February, 1951, and continued to July, 
1951. 


Diesel-Electric Locomotives 


During the first week of June Bo-Bo 
660-h.p. diesel-electric locomotive No. 
501, one of 15 built by the English 
Electric Co. Ltd., and classified “‘ DE.” 
worked goods and passenger trains 
between Wellington and Upper Hutt 
and passenger trains varying in weight 
from 115 to 335 tons between Well- 
ington and Taita. With the 115-ton 
train, time was kept without difficulty, 
and without exceeding about 40 m.p.h., 
but with the heavier trains of 245-335 
tons, there was a slight tendency to lose 
time. On level track between 
Ngauranga and Petone, speeds of 374 
and 35 m.p.h. were attained in just over 
two miles from Ngauranga with loads 
of 245 and 335 tons, respectively. It 
is reported that the Department hopes 
to arrange for these locomotives to be 
converted to multiple-unit control. 
Although they were originally intended 
for shunting and local goods train work 
at Wellington, it apparently is now 
intended to allocate them to suitable 
main-line duties. 


INDIA 


Bigger Provision for Labour Welfare 


Introducing the Railway Budget on 
May 22, Mr. Lal Bahadur Sastri, Rail- 
way Minister, said that it had been pos- 
sible to increase substantially the pro- 
vision originally made for labour 
welfare, particularly housing. The 
railways had set for themselves a 
standard of housing for labour at Chit- 
taranjan which had elicited appreciation 
as the ideal housing for labour any- 
where in India. Plans were being 
extended to reproduce similar standards 
for railway housing throughout the 
country. The additional provision of 
£750,000 now made under housing and 
labour welfare brought the total allot- 
ment under this head to £6.300.000. 

The Minister reiterated the assurance 
given by the Prime Minister and his 
predecessor that formation of the 
Northern, North Eastern, and Eastern 
Railways would mean no re‘renchment 
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(From our correspondents) 


and no non-gazetted staff would be 
transferred without their consent. 


Arantangi—Karaikkudi Line Opened 


The Arantangi—K araikkudi line of the 
Southern Railway has been opened. 
Arantangi was the terminus of a service 
of trains from Mayavaram on the Mad- 
ras—Tanjore—Trichinopoly main line. 
Karaikkudi is on the direct line between 
Trichinopoly and the south avoiding 
Madura. 

The new line, 17 miles long, with two 
crossing stations and two flag stations, 
was built primarily to speed the transport 
of rice from*the- Tanjore delta to the 
Ramnad district farther south, by cut- 
ting out the detour via Trichinopoly 
previously necessary. It also provides 
another route between Madras and 
Dhanushkodi, the port for Ceylon, alter- 
native to the main route through Tri- 
chinopoly. All the lines referred to are 
metre-gauge. 


ARGENTINA 


Rio Gallegos Port 

The Technical Under-Secretary of the 
Ministry of Public Works has returned 
from a visit to Europe and the United 
States, during which he visited the ports 
of Le Havre, Dunkirk, Bremerhaven, 
Cardiff, Liverpool and Newport News. 
As a result of his studies, he has sub- 
mitted plans for the construction of 
new port installations at Rio Gallegos, 
terminus of the Eva Perén Railway 
from the Rio Turbio coal mines. When 
completed, they will permit the handling 
of 60 wagons an hour and a daily total 
of 6,000 tons of coal. The work will 
be submitted to public tender with the 
intervention of the National Port Con- 
struction Board. 


UNITED STATES 


Western Maryland Centenary 


On May 27 the Western iaryland 
Railway celebrated its centenary. 
Although it has only 836 route miles of 
track, it carries a heavy soft coal traffic. 
and to this during recent years increas- 
ing tonnages of grain and of manufac- 
tured goods have been added. Also the 
discovery and opening up of new_ore 
deposits in various parts of the world 
are creating new traffic potentials for 
the line, both in increased demand for 
coal for iron and steel production, and 
also in carrying the ore from tidewater 
to the mills. 

The Western Maryland, based on 
Baltimore, penetrates some moun- 
tainous country; on some sections, the 
gradients are so steep as to require one 
locomotive for every ten loaded wagons 
hauled up the inclines. From Cumber- 
land the main line climbs for 25 miles 
to a summit 2,374 ft. above the sea; the 
Webster Springs branch attains an alti- 
tude of 4.000 ft., the highest in the 
U.S.A. anywhere east of the Rockies. 
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RAILWAY AFFAIRS 


All lines east of Hagerstown have 
now been dieselised, and 27 road diesel 
units account for 35 per cent. of the 
freight ton-miles. Yard working is 
almost wholly dieselised. In 1951 alone, 
it is estimated that the changeover to 
diesel operation saved the railway more 
than $1,000,000 in operating expenses, 
which helps to explain the low operat- 
ing ratio of 70-4 per cent. Many of the 
142 steam locomotives, however, are of 
modern and efficient types, including 
4-8-4 and articulated types. Even 
through the depression years of the 
1930s, the Western Maryland continued 
to operate profitably, and does so still; 
but it is fortunate in that its traffic is 
almost exclusively freight. 


More New York Central “ Beeliners ” 


Seven further Budd diesel-hydraulic 
railcars have been delivered to the New 
York Central System, to augment the 
railway’s growing “Beeliner”’’ fleet. 
The new cars are operating between 
Jackson and Grand Rapids, Michigan; 
on the New York-Chicago main line 
between Poughkeepsie and Albany and 
Syracuse and Buffalo; and between 
Springfield and Boston on the Boston 
& Albany main line, to which four of 
the seven are allocated. The longest 
run (146 miles) is that of the Syracuse- 
Buffalo railcar, which covers this dis- 
tance four times daily, a total mileage 
of 584. 


Cheaper Train Meals 


Many U.S.A. railways today are 
making efforts to reduce the price of 
dining car meals. Reference has been 
made in previous issues to the serving 
of meals that have been pre-cooked at 
central depots, frozen, and then brought 
to serving heat in special electric ovens 
on the trains, thereby reducing the 
kitchen work on the trains and labour 
costs. The Union Pacific Railroad, on 
some secondary long-distance trains, 
such as the “Gold Coast” between 
Omaha and Ogden, the “Pony Ex- 
press” between Kansas City and Los 
Angeles, and the “ Portland Rose” be- 
tween Denver and Portland, is now 
advertising special economy meals; the 
lowest prices begin at 65 cents for 
breakfast and 75 cents for lunch, and 
with a considerable variety priced at $1 
or less. 


TRELAND 
Increased C.I.E. Charges 


All C.I.E. rail, passenger and freight 
charges, road freight and canal and pro- 
vincial bus charges, were increased by 
5 per cent. on July 1. The surcharge 
is due to “the continued rise in the 
working costs of the undertaking.” The 
increased operational costs mentioned 
include costs of petrol, fuel oil and 
labour. 

The last increase in C.I.E. road and 
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rail charges was in September last, when 
freight rates went up by 3s. 4d. in the £. 
When the matter was raised in the Dail 
recently the Minister for Industry & 
Commerce stated that C.I.E. did not 
have to seek his sanction for increased 
charges or inform him of proposals in 
that regard. The undertaking, he said, 
was losing money heavily and it was 
already clear that losses in the present 
financial year would exceed the subsidy 
in the estimate. 


Subsidy for S.L.N.C.R. 


A deputation of Northern Ireland 
farmers has been received by the 
Northern Ireland Minister of Com- 
merce, Mr. W. V. McCleery, in Bel- 
fast, with a request regarding the 
subsidy of £1,500 paid by the Northern 
Ireland Exchequer to the _ Sligo 
Leitrim & Northern Counties Railway. 

After hearing the case, the Minister 
agreed to increase the grant by £1,000 
for next year, the whole situation to be 
reviewed subsequently. 


SWITZERLAND 
Allaman-Gimel Line Closed 


After a life of more than half a cen- 
tury the metre-gauge electric line from 
Allaman (on the main line between 
Lausanne and Geneva) to Gimel, 64 
miles, was replaced by road services on 
June 1. The line was electrically worked 
from the outset; the Allaman-Aubonne 
section was opened in July, 1896; and the 
rest in August, 1898. 


Forchbahn to be Retained 


The 104-mile metre-gauge electric line 
from .Zurich to Esslingen via Forch 
known as the Forchbahn is not to be 
replaced by motor bus or trolleybus ser- 
vices, as had been contemplated. The de- 
cision follows an experiment made in 
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1950 when the railway services were dis- 
continued and replaced by bus services, 
to the dissatisfaction of the public. It 
has been confirmed that continuance of 
working will be more economic than sub- 
stituting road services. 

The track is to be removed from the 
road and laid on a reservation to en- 
able an increased and faster service to 
be given. The Confederation declined to 
give financial assistance for the recon- 
struction of the railway, and the Canton 
of Zurich set the price of the land needed 
for the reserved track at about 
fr. 1,000,000. 

In 1951, the company had a working 
surplus of fr. 134,589; the credit balance 
of fr. 54,987 was more than double that 
in 1950. Some 922,600 passengers were 
conveyed compared with 904,025 a year 
previously. 


FRANCE 
Paris-Lyons Electrification Inaugurated 


Electric operation of the Paris-Lyons 
line was officially inaugurated on June 
24. The special train for the initial 
run of 320 miles from Paris to Lyons 
carried 430 passengers, and was hauled 
by a 4,800-h.p. 2-D-2 electric locomo- 
tive; it consisted of a dynamometer car, 
fourteen Pullmans, an _ observation 
saloon, and restaurant car. Leaving 
Paris Lyon at 9.35 a.m., it reached 
Lyons-Perrache at 2.58 p.m., after a 
five-minute stop at Dijon. The return 
journey, with the train hauled by a 
4,350-h.p. CC locomotive was allowed 
a little less than 44 hr. 

Monsieur André Morice, Minister of 
Public Works & Transport, Monsieur 
Pierre Tissier, President of the S.N.C.F. 
Administration, and Monsieur Louis 
Armand, General Manager, S.N.C.F., 
were in the party. A copper medal was 
struck. for the occasion from metal 
taken from an obsolete steam locomo- 
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tive firebox. At the City Hall, Lyons, 
guests were received by Monsieur 
Edouard Herriot, the veteran Mayor of 
Lyons and President of the French 
National Assembly. 


Livery of Railcars 

The S.N.C.F. has found that the quiet 
running of railcars makes them much 
less noticeable than steam trains to per- 
sonnel working on the line. In pur- 
suance of its aim to promote staff safety, 
the S.N.C.F. has used for many years 
a particularly noticeable colour scheme 
for railcars, consisting of ruby red for 
the lower portions and pearl-grey for 
the upper parts. In 1950, the S.N.C.F. 
was asked by the Minister of Transport 
to study again the question of railcar 
visibility, particularly that from level 
crossings. It was therefore decided to 
use brighter colours, and finally the 
choice fell on pompeian yellow, with a 
cadmium base for the ends of the rail- 
cars, a yellow beige for the upper part 
of the sides, and orange (andalusian red) 
for the lower sides. 

Trailers likely to be propelled by rail- 
cars are to be painted in the same 
colours as the railcars, but trailers which 
will only be hauled will not need to be 
painted differently at the ends. 


Single-phase 50-cycle Locomotives 


Since the S.N.C.F. began its single- 
phase 50-cycle electrificatiOff experiments 
on the Aix-les-Bains to La Roche-sur- 
Foron line, CC 605] and CC 6052, the 
two electric locomotives constructed by 
Oerlikon and Alsthom respectively, have 
covered noteworthy mileages. Between 
October, 1950, and the end of March, 
1952, CC 6051 covered some 135,000 
miles, of which more than 12,300 miles 
were accomplished in December, 1951. 
During March, 1952, CC 6052 recorded 
nearly 11,400 miles. 








Publications Received 
The Trains Illustrated Railphoto Album 


No. 2. London: Ian Allan Limited, 
282, Vauxhall Bridge Road, S.W.1. 84 
in. x 5} in. 32 pp. Paper covers. 
Price 2s. 6d—Many of the photo- 
graphs are extremely well taken and 
reproduced. Of special merit are those 
depicting the eastbound “ Red Dragon ” 
emerging from Chipping Sodbury 
Tunnel and an express entering Liver- 
pool Lime Street, with a view up 
towards Edge Hill. 


British Iron & Steel Federation 
Statistical Year Book for 1951, Part I 
(United Kingdom Statistics)—lLondon: 
British Iron & Steel Federation, Tothill 
Street, S.W.1. 10 in. x 8 in. 126 pp. 
Price 7s. 6d.—Figures illustrate all 
aspects of the British iron and steel 
industry. Besides iron and steel pro- 
duction, finished steel deliveries and the 
uge of raw materials, the tables give 
details of imports and exports, prices, 
stocks, and employment in the industry, 
grouped by subject from iron ore to 
Overseas trade statistics. Two summarv 


tables give information for a long series 
of years. The first contains the main 
Statistics of iron ore, coke, pig iron, 
scrap, and steel. The second sums up 
the information on supply and disposal 
of steel; it shows, for example, that the 
supply available for consumption in the 
United Kindom (excluding exports) 
rose from an annual average of 
5,050,000 ingot tons in 1921-25 to 
9,240,000 tons in 1938, and to 14,500,000 
tons last year. Several deductions can 
be taken from the Year Book as to the 
rise in 1951 of British Railways’ iron 
and steel carryings. 


Rhodesia Railways Magazine.—Bula- 
wayo, Rhodesia Railways. Vol. 1, No. 
t (May, 1952). Price 1s. monthly.— 
The appearance of this new journal, 
superseding the Rhodesia Railways 
Bulletin, was the subject of an editorial 
note in our June 27 issue. 


John Baker & Bessemer Limited Pro- 
ducts. — A historical survey of the 
development of John Baker & Besse- 
mer Limited is contained in an illus- 


trated brochure recently issued by the 
firm. The text is given in several 
languages including English, Danish, 
Dutch and German. Descriptive matter 
relates to the production of steam, diesel, 
and electric locomotive and - rolling 
stock wheels, axles, tyres and gear 
wheels. Also included is a summary of 
British Standard Specifications together 
with the method of preparation of test 
pieces, the later being illustrated by dia- 
grams. A list of the firm’s overseas 
representatives is also included. 


Swiss Federal Railways 1902-52. Pub- 
lished in French, German, and Italian 
by the Swiss Federal Railways, General 
Secretariat, Berne. Price 60 centimes.— 
The June issue of the S.F.R. Bulletin 
is devoted to the Swiss Federal Rail- 
ways’ jubilee, the subject of an editorial 
article in our issue of May 2. All 
aspects of the railways’ activities are 
dealt with. Besides some excellent half- 
tone illustrations, a map shows growth 
of single: and double-track mileage 
since the formation of the system in 
1902. 
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Chinese Railway Developments 


Communications essential for economic 
progress in a country of vast distances 


A CHINESE offer to buy British-built 
. locomotives which is reported to 
have been made at the Moscow Eco- 
nomic Conference reflects the great 
plans that the Central People’s Govern- 
ment have launched to modernise and 
extend the Chinese railway system. 
Although the country’s own workshops, 
mainly in industrialised Manchuria, 
have been greatly extended during the 
past two years in an endeavour to make 
. good deficiencies in locomotives and 
rolling stock projected developments 
throughout China cannot be carried out 
without considerable reliance on im- 
ported equipment. 

Since 1949 the Soviet Union has been 
supplying some of China’s railway 
needs, particularly rails, but the interest 
in British exports shown by the Chinese 
delegates to the Moscow meeting indi- 
cates that Government policy is to meet 
pressing requirements as quickly as pos- 
sible from whatever quarter. The same 
point was underlined by the delegation’s 
insistence that the absence of diplomatic 
relations should not be allowed to bar 
trade between China and Western 
Europe. 

The Ministry of Railways is not a 
continuation of that of the Kuomin- 
tang administration but had its origin 
in a North-East China Railway Bureau 
established in Manchuria in 1946 under 
the directorship of a leading member of 
the Central Committee of the Commu- 
nist Party of China. After the Kuomin- 
tang had been driven from North China, 
the bureau became a Department of 
Railways and Mr. Teng Tai-yuan, who 
was then appointed head of the depart- 
ment, is now the Minister. 


Urgent Need for Communications 


In a country of the size of China, 
where food always has to be moved 
from areas with a surplus to those where 
there is a natural deficiency and where 
many raw materials exist thousands of 
miles from the industries they serve, the 
importance of an efficient and compre- 
hensive transport system is obvious. 
Stabilisation of prices of commodities, 
the first major problem that faced the 
Central People’s Government when it 
took office in 1949, could never have 
been solved so quickly—if at all—but 
for the part played by hastily restored 
railways left derelict or wrecked during 
the war against Japan and the civil war. 
Similarly, many textile mills would have 
been closed if such vital rail links as 
Tatung-Pucheng, Peking-Tientsin, and 
Tientsin-Pukow had not been quickly 
reopened for the transport of cotton 
from some of the more remote inland 
provinces, 


A five-year plan announced early in. 


1950 has set the immediate pattern for 
progress towards what the Minister has 


(From a Correspondent) 


named as the ultimate goal—a network 
of railways “ criss-crossing an advanced 
industrial country.” It is proposed to 
build an additional 6,250 miles of line in 
the north-west (now a separate adminis- 
trative area scheduled for development 
as one of the bases of an industrialised 
China) and in Szechuan, an important 
food-producing province. 

Two existing lines are to be extended 
to Lanchow, the capital of Kansu Pro- 
vince and the nearest large centre to im- 
portant oi] reserves in the north-west. 
One is to run from the former railhead 
at Tienshui and the other from that at 
Paotow. A third new line, work on 
which began on June 1, will run from 
Tienshui to Szechuan Province and form 
an important link between Chengtu and 
Chungking. | When completed these 
projects will provide a direct link be- 
tween the north-west and Tientsin and 
its port, make possible rail communica- 
tion between Peking and Lanchow, and 
extend the key east-west Lunghai rail- 
way to Lanchow. 


Progress of Construction 


Some idea of what the plan involves 
in terms of materials, equipment, and 
labour power can be gained from only 
one of the new lines, that from Chengtu 
to Chungking, which has just been com- 
pleted. Construction of the line, which 
runs for 530 km. through eight coun- 
ties, has entailed the building of nearly 
1,000 bridges of different sizes, 40 tun- 
nels and the movement of 15,000,000 
cu. m. of earthworks. The line, due to 
be opened to traffic in July, runs through 
difficult mountainous country and the 
engineering problems involved are con- 
siderable. As the railway was first 
planned by the Manchu Government in 
1906 and is only now becoming a reality, 
it is not surprising that the Chinese press 
and radio for months past have been hail- 
ing progress on the project as one of the 
outstanding achievements of the Gov- 
ernment during the past two years. 

Progress on all the new lines is either 
up to or ahead of schedule; an impor- 
tant factor making this possible is the 
great reserves of labour mobilised for 
work on the construction of roadbeds. 
During slack agricultural seasons 
peasants along the projected lines are 
available in tens of thousands, and their 
interest in pressing the work forward 
comes naturally from the advantages 
they are promised when their local pro- 
ducts can sell in markets all over China. 
The Tienshui-Lanchow line, which also 
passes through a particularly rugged 
area, had been completed: for 20 km. 
by the end of last year. 

There is more activity in south-east 
China. The railway from Laiping to the 
Indo-China border was completed in 
November, 1951, and surveys are now 


reported to be under way for a line from 
Nanning to the Gulf of Tonking. Other 
surveys are being conducted elsewhere 
in China. 

With the complete restoration of all 
the railways on the Chinese mainland 
and Hainan Island and the new exten- 
sions built since 1949, China now has 
26,000 km. of line. Comparisons with 
other Asian countries bring out strik- 
ingly what the Chinese themselves have 
described as the complete inadequacy 
of the existing network. Thus Japan, 
which has an area of 263,000 sq. miles 
or about one-sixteenth that of China, 
has over 20,000 km. of railways, and 
India, with an area less than one-third 
that of China, has a railway system ex- 
tending over 50,000 km. The deficiency 
in locomotives is no less marked. In 
1948, according to United Nations 
figures, China had only 2,477 locomo- 
tives compared with over 8,000 in India 
and more than 6,000 in Japan. _ Esti- 
mates of freight and passenger stock 
showed the same serious lack of rolling 
stock in China. 

The situation is not entirely due to 
lack of development as losses during 
the long war against Japan and during 
the subsequent civil war were great. In 
Manchuria, for instance, it was found 
after the retreat of the Kuomintang 
that 40 per cent. of the sleepers needed 
replacement, and that 80 per cent. of 
the locomotives, 40 per cent. of the 
coaches and 25 per cent. of the wagons 
had been destroyed. In south China 
signal installations were out of order 
along many lines and every large bridge 
on the Canton-Hankow line had been 
blown up. 


Old Material Salvaged 


The extreme shortage of equipment 
and the discrepancy between the mate- 
rials existing and the requirements of 
scheduled development are shown by 
the extraordinary lengths to which the 
Government has gone to salvage old 
locomotives and ensure that the last foot 
of rail removed during the Japanese 
occupation is recovered. In 1949 a 
nation-wide movement was started on 
the basis of a locomotive crew’s success 
in running a salvaged engine a record 
distance without a major overhaul. The 
engine had been discarded by _ the 
Japanese railway administration at Szep- 
ingkai, a Manchurian railway junction, 
and was brought into service again dur- 
ing the war against Chiang Kai-shek. 

For the past two years rigorous con- 
centration on cutting down the time 
spent on overhauling locomotives has 
contributed to the maximum use of in- 
adequate numbers. The shortage of 
rails, sleepers, and tools has been no less 
of a problem, and tens of thousands of 

(Continued on page 11) 
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Reconstruction of Friedrichstrasse Station, Berlin 


An extensive work carried out under 
heavy traffic and other handicaps 


ja before the war the important 
Friedrichstrasse Station at Berlin 
underwent complete reconstruction, car- 
ried out under heavy traffic. It is the 
central station on the west-to-east 
Stadtbahn or City Railway of Berlin 
which consists of one pair of tracks for 
long-distance traffic and one electrified 
pair for suburban traffic; all four are 
laid on many miles of brick viaducts. 
The original station, built in the 1870s, 
had two island platforms on_ brick 
arches without basements, and with 
modest station facilities. 

In the first years of this century, 
traffic increased to such an extent that 
a widening of the station became neces- 
sary. This work was begun in 1913-14 
and finished in 1919-25. A third island 
platform was added, to which the elec- 
tric suburban trains were diverted, so 
that all the four old platform roads be- 
came available for long-distance trains, 
permitting the overlapping of trains dur- 
ing their prolonged station stops. The 
new island platform was built along the 
north side of the station, close to the 
River Spree, and was carried by a steel 
structure on reinforced concrete foun- 
dations, At the same time, the old plat- 
forms were extended, the _ station 
premises greatly expanded, and the old 
roof replaced by.an entirely new struc- 
ture, consisting of two rows of three- 
hinged steel arches. Part of the old 
viaduct at the eastern end of the station 
was replaced by a steel structure in con- 
nection with the reconstruction of-the 
underground railway tunnel which here 
passes below the main line. 

Further major reconstruction work 
took place at the western end of the 
station in 1935-36 to provide inter- 
change with the north-south under- 
ground railway under construction and 


operated by the Reichsbahn.  Subse- 
quently, there still remained twelve of 
the brick arches, by then eighty years 
old, below the two original island plat- 
forms. Their replacement by a stronger 
structure, leaving more space for 
modern station premises, had become 
urgent. The work was carried out in 
1937-39. 


The 1937-39 Reconstruction 


The work comprised the removal of 
the remainder of the old station, com- 
plete with its brick substructure, and its 
replacement by a modern reinforced 
concrete structure with ground and in- 
termediate floors, new platforms, stairs, 
restaurant, waiting rooms, and luggage 
and express goods facilities. As all the 
work had to be executed without inter- 
rupting traffic, not more than one 
track in either direction could be taken 
out of service at one time. 

It was therefore necessary to plan in 
detail and carry out the work in many 
stages. First, No. 4 track (adjacent to 
the suburban station) was closed, and 
the half of the island platform serving 
it was placed on temporary staging. The 
old arches were then removed and that 
part of the new reinforced concrete 
structure was erected. the whole work 
being carried out without disturbing 
traffic on No. 3 track, at the opposite 
side of the same platform. When No. 
4 track had been restored, Nos. 3 and 2 
tracks were dismantled, and a similar 
procedure was followed, the old struc- 
ture under these tracks being replaced in 
a sequence dictated by the need to keep 
both island platforms and their stair- 
ways in operation all the time. Finally, 
the southernmost track, No. 1, was dealt 
with in the same way, but with the fur- 
ther complication that the complete re- 


newal of the station frontage required 
the construction of temporary supports 
for the steel roof structure. This was 
accompanied by “incidental works, many 
of them temporary, to allow traffic to be 
maintained at all times. 

A concrete plant was erected at the 
south side of the station, and the aggre- 
gate was brought to it at night by bal- 
last train, -and dumped through chutes 
into silos. The concrete mix was dis- 
tributed by Torkret pumps with about 
160-yd. range and 33 ft. maximum lift. 
As the new foundations are about 10 
ft. below subsoil water level, this had to 
be kept down by powerful pumps. The 
great depth of the new foundations also 
called for special measures to stabilise 
the old foundations during the recon- 
struction. As the use of explosives for 
the demolition of the old brick arches 
and piers had to be ruled out, they were 
demolished with the aid of specially- 
designed hydraulic devices. 

The work was further complicated by 
the unstable subsoil consisting mainly 
of mud déposited by an old arm of the 
river. It was therefore necessary to con- 
struct an entire trough of reinforced 
concrete, acting as the main foundation 
slab. In the structural design, heavy 
traffic loads had to be taken into 
account, including the braking and cen- 
trifugal forces exerted by heavy trains 
coming to a standstill along the slightly- 
curved platforms. The steel reinforce- 
ment is therefore exceptionally massive, 
and includes much high-tensile steel. 

The work extended over two years 
and was carried out without serious 
accident. The strength of the rein- 
forced concrete structure was put to 
test during the war when the station re- 
ceived several direct hits without suffer- 
ing serious structural damage. 








Chinese Railway Developments 
(Concluded from Page 10) 


railway workers and peasants have been 
employed in searches to recover rails, 
couplings, points, metal sleepers and 
signalling apparatus carried away and 
hidden in mountain ravines or thrown 
into rivers by guerrillas who fought 
against the Japanese. 

By such means as these, and by ex- 
tensive improvisation, the Chinese have 
succeeded in running traffic on all lines 
and, as stated, launching new and im- 
portant projects. It is inevitable that if 
they are to progress with their long- 
range schemes at the rate planned they 
must seek equipment in quantities from 
abroad. 

Two years ago they were re- 
ported to be endeavouring to secure 
rails from Western Germany and doubt- 
less they have specially welcomed the 
trade agreement which they have con- 


cluded with Eastern Germany because 
of the possibility it offers of access to 
the heavy products of the Ruhr. China’s 
own locomotive and wagon industries 
are developing but not at anything like 
a rate which can make its requirements 
from abroad other than considerable for 
some years to come. 


Future of Manchurian Railways 


Observers are awaiting the answer to 
one important question concerning 
Chinese railways. It will be given at 
the end of the year, at which time the 
Sino-Soviet agreement on the operation 
of the major Manchurian railways ex- 
pires. Under the terms of this agree- 
ment, the former lines in Eastern Man- 
churia and the South Manchurian Rail- 
way were to be jointly owned (Chinese 
Changchun Railway) and operated by 
Russians and Chinese until the end of 
this year, when Russia is supposed to 
relinquish control. 


Visit TO TRANSPORT EQUIPMENT (THORNY- 
CROFT) LIMITED BASINGSTOKE WorRKS.—A 
party of Colonial Members of the Institu- 
tion of Civil Engineers recently visited the 
Basingstoke Works of Transport Equip- 
ment (Thornycroft) Limited, where they 
were welcomed by Sir John E. Thorny- 
croft on behalf of the company, and later 
entertained to lunch. 


MANILA RAILROAD INVITATION.—The Board 
of the Manila Railroad Company has 
approved an invitation to representatives 
of the British bondholders to come to 
Manila to study the situation of the rail- 
road with a view to effecting a fair settle- 
ment of the bonds. Sending of the invi- 
tation is understood to await only Presi- 
dent Quirino’s formal sanction, expected 
shortly. More than $13,000,000 of the rail- 
road’s five per cent. bonds are held by the 
Manila Railway Company, of London. 
Including interest arrears, the debt to 
British bondholders amounts to more than 
$20,000,000. The bonds, which have been 
in default since 1940, fall due in 1956. 
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Modern Standard Gauge Beyer-Garratts for 
| New South Wales 


An outstanding design of a high tractive effort on 16-ton 
axleload, capable of running over practically the whole system 
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‘HE railways in New South Wales 

have been operated by the New 
South Wales Government since their in- 
ception in 1855. They now comprise the 
largest industrial undertaking in the 
Commonwealth, serving a population of 
3,000,000. The railway, of standard 
gauge, includes over 6,000 route miles of 
line entailing long and heavy hauls, and 
approximately 8,390 miles of single 
track, including sidings, the rail reaching 
Brisbane (613 miles) in Queensland, 
Broken Hill (699 miles) near the South 
Australian frontier and Albury (402 
miles) on the Victorian frontier. 

On June 30, 1951, 1,159 locomotives 
with a tractive effort of 334 million Ib. 
2,891 passenger vehicles and 26,056 
goods wagons were in service. The un- 
precedented demand during the War 
years, 1943 and 1944, brought the goods 
traffic to a total—the highest ever—of 


19} million tons, and it was only by a 
magnificent effort on the part of the rail- 
way that the situation was met. 

At this time, however, many loco- 
motives had reached their date for scrap- 
ping, so that the total tractive effort 
available in recent years has been in 
sufficient to meet the expansion in goods 
transportation by rail commensurate 
with the growth of industry. Thus, with 
the abnormal use of locomotives during 
the War years (when it was impossible to 
carry out adequate repairs, neither 
could new locomotive power be ob- 
tained with quick delivery), the New 
South Wales Railways have had to 
examine every avenue to augment their 
motive power and various orders have 
been placed both in Australia and over- 
seas. 

One of the most interesting orders 
placed, has been one from Great Britain 


for 50 Beyer-Garratt articulated loco- 
motives of outstanding size and power, 
from Beyer, Peacock & Co., Ltd. These 
locomotives, of which this article is the 
subject, rank among the largest and most 
powerful locomotives built.in Europe, 
and are not only conspicuous as regards 
their size, but provide an example of the 
most modern developments in design, 
both in general and detail. It may be 
mentioned that between 1866 and 1914 
Beyer, Peacock supplied nearly 400 loco- 
motives to these railways, of which a 
number are still in service. 


General Design 


The New South Wales Railways have 
long been known by the outstanding de- 
signs of the class “ C38” high-speed 
passenger and the “ D57” and “ DS8” 
eight-coupled goods locomotives. The 
Beyer-Garratt locomotives embody the 
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latest practice of the pioneers, designers 
ind builders of this type of articulated 
iocomotive. They also _ incorporate, 
where possible, the most modern prac- 
tice of the New South Wales Gov- 
ernment Railways, and embody every 
possible arrangement in design and lubri- 
cation to minimise running shed 
maintenance between general repairs. 

Cast-steel beds manufactured by 
General Steel Castings Corporation, hav- 
ing been incorporated in the class 
* D57” as far back as 1929, and more 
recently in that of the class “ C38” and 
class “ D58,” and it was specified that 
these should be included, if possible, in 
the engine unit frames. Thus it is that 
these are the first Beyer-Garratt loco- 
motives to be fitted with the cast-steel 
bed cast by General Steel Castings 
Corporation in their works at Granite 
City, U.S.A. 

The cast-steel beds in these loco- 
motives embrace the cylinders as well 
as the normal stays and brackets. The 
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Sydney. These lines are in due course 
to be electrified in the order named and 
a commencement is being made with 
the Western section for which the equip- 
ment has been ordered. The heavy goods 
traffic on these lines is mainly handled 
by the “D57” and “ DS8 ” Mountain 
type locomotives of 56,000 Ib. tractive 
effort with axleloads 22+ tons assisted 
where necessary wih 2-8-0 type loco- 
motives. 

The engine power available is now in- 
sufficient to meet the heavy traffic offer- 
ing on these sections, and consequently 
more steam locomotives are required. As 
electrification develops, the need for 
steam locomotives with 224 tons axleload 
will be less, and the need for equally 
powerful locomotives with axleloads of 
16 tons, because the latter can be 
used on practically all the other lines. 
Thus it has been considered that the 
Beyer-Garratt locomotive is the answer 
to this problem inasmuch as it has been 
designed to develop a tractive effort equal 
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tubeplate and the small tubes rolled 
over with the exception of 60 which are 
rolled and beaded. 

The foundation ring is of mild steel, 
fabricated by electric arc welding, and 
machined on the surfaces in contact 
with the firebox plates. Water space 
stays are of Longstrand steel with 
flexible stays arranged in the breaking 
zone. Flexible roof stays are fitted at 
the front of the firebox, the simple 
shape of the’ box lending itself to 
efficient staying arrangements with the 
minimum of obstruction to waterways. 

The first 25 of these locomotives have 
five steel arch tubes 3 in. dia. in the 
firebox but the second 25 will have two 
thermic syphons. The size and arrange- 
ment of the superheater is worthy of 
notice, the 50 elements providing 750 
sq. ft. of superheating surface. It is of 
the latest design from solid-drawn steel 
tubes with integrally forged return 
bends and ball joints. The regulator 
is of the multiple-valve type incorporat- 


The locomotive from the right-hand side showing the compressor mounted near the smokebox 


boiler, as will be noted, is of considerable 
dimensions, and fed by the Stan- 
dard mechanical stoker, Both bogie 
and coupled wheels are fitted with roller 
bearings. The valve gears are operated 
by the latest type of Hadfield precision 
control steam reversing gear. 

The first batch of 25 Beyer-Garratt 
locomotives for these railways are now 
well under way and several have been 
shipped. Designed to a coupled axle- 
load of 16 tons and to negotiate in yards 
a 6 chain curve with }-in. widening, and 
108 ft. 7 in. long over buffers, weighing 
255 tons, these locomotives will be cap- 
able of running over most of the lines 
of this great railway system. The load- 
ing gauge permits a 14 ft. height and 
9 ft. 8 in. width. 


Proposed Electrification 


While there is a great amount of 
60 Ib. rail and 80 Ib. and heavier rails 
more or less due for renewal on which 
these engines will be able to run, they 
will, according to information, be first 
introduced on the two main lines, Sydney 
to Wallerawang due West of Sydney, and 
to Newcastle in the North, and later to 
Goulburn in the South, the mileages 
being 106, 104 and 137 respectively from 


to or even greater than their class “ D58.” 
This contract has been under the 
general supervision of the office of the 
Agent-General for New South Wales 
(Hon. J. M. Tully, M.L.A.). The loco- 
motives have been designed to the speci- 
fication and special requirements of the 
previous Chief Mechanical Engineer, Mr. 
Harold Young, and of Mr. W. H. Arm- 
strong, the present Chief Mechanical 
Engineer. 
Boiler Design 

The size of the boiler may be judged 
from its dimensions, as the fullest pos- 
sible advantage has been taken of the 
Garratt articulated © design which 
enables a firebox of the maximum 
dimensions to be incorporated with a 
large diameter barrel. The firebox is of 
the round top type and the outer 
wrapper plate is 24 ft. in length before 
rolling to shape. The inner firebox is of 
steel of Colville’s firebox quality and is 
of riveted construction throughout. 

All the tubes, of solid-drawn steel to 
B.S.S. No. 494, are fitted with copper 
ferrules at the firebox tubeplate end, 
all being rolled, prossered and beaded 
over at this point. The flue tubes are 
rolled and beaded over at the smokebox 


ing recent detail improvements with the 
valves on the saturated side. 

A Melesco steam dryer is fitted in 
the dome. An additional drifting valve 
has been incorporated in the header in 
accordance with New South Wales 
practice. All this equipment is 
supplied by the Superheater Co. 
Ltd.. An adequate and accessible 
arrangement has been made _ of 
washout plugs and doors all of which 
including the fusible plugs are of the 
New South Wales standard. Two Ever- 
lasting type blow-down valves are 
arranged on the throat plate and the 
boiler is provided with a continuous 
blow-down valve of the railway’s 
standard pattern. This is located on 
the firebox back as is also a water 
sampling valve 

The boiler is fed by two Davies & 
Metcalfe type 1918B live steam injectors 
Operated by quick-acting injector steam 
valves on the firebox side. Water is 
delivered through the railway’s standard 
pattern clack boxes positioned on the 
top of the front course of the boiler. 
The main steam turret is mounted on 
top of the firebox outside the cab front 
plate and all valves are conveniently 
arranged for remote control in the cab. 
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All the work on the boiler and the tests 
carried out at the maker’s works are in 
accordance with the requirements of the 
Australian Boiler Code but all materials 
conform to British Standard Speci- 
fication. 

The smokebox is of straightforward 
design and arrangement and is self- 
cleaning. A cast-iron blast pipe is fitted 
with blower ring and the whole smoke- 


box is very strongly constructed. The 


wrapper plate is in one piece, the smoke- 
box tubeplate being of the drum head 
type and the whole is supported on the 
boiler frame by cast-steel supports on 
each side. The main steam pipes are 
solid-drawn steel with cast-steel pipe 
elbows. The chimney, smokebox door 
and other details are in accordance with 
the railway’s standards. 


Firegrate and Mechanical Stoker 
The firegrate is arranged for hand 


rocking in four sections by single 
control lever and the bars are the 
Waugh-Gould type, special gear being 
provided in the cab for alternative inter- 
locking so that individual sections of the 
grate can be rocked or rocking can be 
to a wide angle for dropping the fire. 
It is designed for coal having an ash 
content up to 20 per cent. and a calorific 
value varying from  10,500-12,000 
B.Th.U.s. 

The fullest possible use is made of 
the unobstructed space available to have 
an ashpan of maximum proportions of 
the self-cleaning hopper type with side 
air doors operated by levers from the 
cab. The bottom emptying doors which 
discharge between the rails are hand- 
operated. An Everlasting blow-off cock 
is arranged under the platform, serving 
as an ashpan drench. 

With a grate area of 63-4 sq. ft. and 
the need to burn efficiently coal of vary- 
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The locomotive boiler and superheater 


ing and inferior quality, it is natural that 
a mechanical stoker should be a neces- 
sary feature. The long-proved standard 
“HT ” type stoker with 5 in. x 5 in. 
engine has been very conveniently 
arranged. From the illustrations it will 
be seen that the stoker engine is in a 
most accessible position on top of the 
hind pivot casting. All controls are 
conveniently arranged on the fireman’s 
side with, in addition to the engine 
throttle valve, an engine booster valve 
which gives quick action for emergency 
use. 

The five jet valves ensure careful 
control of the firing from the table plate 
and the reversing valve under the plat- 


form is easily operated for quick reverse 
of the conveyor screw when this is 
necessary. A Nathan type “S” 
mechanical lubricator provides the 
lubrication for the stoker engine 
cylinders, the crankshaft and associated 
parts being lubricated on the splash 
system from the engine sump. 


Engine and Boiler Units 


The frame of each engine unit is 
composed of one integrally cast, steel 
locomotive bed _ incorporating the 
cylinders and valve chests, manu- 
factured by General Steel Castings 
Corporation of U.S.A. To meet the 
special requirements of the railway, the 


The Standard stoker engine unit 
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buffer beams are a separate steel cast- 
ing. Each cast-steel frame bed weighs 
approximately 13 tons. 

The boiler unit frames are of steel 
plate to B.S.S. 24, Part 6, No. 17, and 
particular attention has been given to 
the frame stretchers and stays to ensure 
the utmost rigidity and strength. The 
pivot centres are incorporated in a cast- 
steel frame stretcher at each end of the 
boiler unit. They are of the latest Beyer, 
Peacock patent self-adjusting type with 
spring-loaded side bearers, and are 
mechanically lubricated from the main 
mechanical lubricators on the units, plus 
auxiliary syphon feeds to the top face. 

The cylinders are fitted with renew- 
able cast-iron liners 194 in. inside dia- 
meter but provision has been made for 
.boring out these liners to 204 in. 
dia. at some future date. The pistons 
have steel centres with renewable 
cast-iron bull rings riveted on, 
and the cylinder covers have breaking 
grooves in accordance with the railway 
company’s practice. The 10 in. dia. 
piston valves are trick ported with 
three rings on each head, the trunk 
way between making steam connection 
between the trick ports which occur 
between the first and second rings on 
the heads. 

A special design of tail rod support 
for the valve spindle makes use of a 
small crosshead working on a guide and 
it is totally enclosed by a bolted cover. 
Automatic water-pressure release valves 
. of the railways standard type are fitted 
on the sides of the tanks and piped 
to isolating valves on cylinder covers. 
The cylinder and steam chest drain 
valves are operated with compressed- 
air by means of a small cylinder located 
on each main cylinder. As will be seen 
from the illustration the cylinder cocks 
are shrouded by a metal box. 

Both the main piston rods and the 
valve spindles are provided with King 
type metallic packing supplied by the 
United States Metallic Packing Co. Ltd. 
A straightforward arrangement of 
Walschaerts valve gear has been pos- 
sible and the die blocks are in the lower 
or direct half of the link on both units 
when running chimney first. A valve 
travel of 64 in. is obtained in full gear. 
The latest design of Hadfield power 
teverse gear makes for the easiest pos- 
sible operation by the driver, the operat- 
ing cylinders being conveniently 
arranged on the side of the boiler unit 
frame. Straight line operation has been 
achieved with the main reversing rod. 
Positive and accurate selection of cut- 
off with a complete absence of creep 
is ensured with this gear. 

The Laird type crossheads are of cast 
steel and are fitted with cast-steel 
slippers lined with white metal. The 
slide bars, spindle guides, reversing link 
trunnions and reversing shafts are 
mechanically lubricated but the rest of 
the motion has the Ajax system of soft 
grease lubrication. The connecting and 
coupling rods are of forged steel to 
B.S.S. 24, Part 4, No. 8, Class C, and 
an interesting feature is the provision 
of roller bearings on the driving crank 
pin. 
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The intermediate crankpin has a 
renewable bronze. floating bush in the 
eye of the coupling rod working in a 
hardened-steel fixed bush, which enables 
rep‘acement of the floating bush to be 
made without dropping the rods and 
the consequent disturbance of the roller- 
bearing assembly on the driving pin. 
The small end of the connecting rod 
is fitted with a pressed-in bronze bush 
whilst the large end of the connecting 
rod and the driving crankpin bearing of 
the coupling rod are fitted with Skefko 
self-aligning roller bearings mounted on 
tapered sleeves and designed for grease 
lubrication. The other coupling rod 
bushes fitted with lead bronze fixed 
bushes are also grease lubricated. 

The coupled horn channel liners and 
the wedges for the coupled axleboxes 
are of phosphor bronze with steel wedge 
adjusting bolts, and all coupled axle- 
boxes are of cast steel and are fitted 
with double row Skefko self-aligning 
roller bearings which are grease lubri- 
cated. The horn guides _ are 
mechanically lubricated by oil. The 
axleboxes have manganese-steel renew- 
able liners on the horn guide wearing 
surfaces. The bearings are of particular 
interest and a feature has been the 
arrangement and mounting on tapered 
sleeves, thus making it possible to with- 
draw the bearing and move it towards 
the centre of the axle exposing the axle 
journals for examination. 

All axleboxes are designed to suit 
overhung springs of the laminated type 
and compensation is arranged through- 
out the coupled wheels on each side of 
the engine units, but independent 
from the bogies. All spring gear 
details and also those for the brake gear 
are fitted with Walter patent hardened- 
steel split bushes provided with grease 
lubrication, 

All wheel centres are of cast steel 
with solid balance weights except the 
driving wheels which have pockets to 
enable adjustments to be made by lead 
filling. All the wheels are dyamically 
balanced in a wheel-balancing machine. 
Steel tyres are shrunk on the coupled 
wheels and secured by rivets to conform 
to the railway’s standard practice, 
although the bogie wheel tyres are 
secured by Gibson rings. All wheels 
have flanged tyres. 

Expansion joints and ball joints are 
in accordance with Beyer, Peacock’s 
latest practice and particular care in the 
whole design has been given to make 
such joints and pipe work easily acces- 
sible from ground level. Provision is 
made at each end of the engine to 
accommodate the New South Wales 
standard type buffer with friction draft 
gear and automatic coupler with screw 
coupling which are to be supplied and 
fitted on the arrival of the engines in 
New South Wales. 

The bogie frames are of box-section 
in cast steel in one piece with sliding 
centres and laminated spring side con- 
trol. The bogie frame castings have 
been specially designed and manufac- 
tured by Beyer, Peacock & Co. Ltd. 
Ferrobestos liners are used in the bogie 
centres which are in turn protected by 
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felt dust shields. Manganese-steel liners 
are fitted to the pedestals with mechani- 
cal lubrication. All bogie axles are 
fitted with Skefko double row self- 
aligning roller bearings designed for 
grease lubrication. 


Brake Gear and Tanks 


The brake for the’ engine and train is 
Westinghouse Australian, A6-ET pattern 
acting on all coupled wheels of the 
engine through equalised brake rigging. 
Air pressure is provided by 84 in. 150 
cross-compound compressor manufac- 
tured in Australia. Application is made 
by the use of an A6-P type pedestal 
brake valve and the usual controls for 
this type are conveniently located in the 
cab, The compressor has its own mecha- 
nical lubricator which is of the Nathan, 
LB3 four-feed type, mounted in posi- 
tion on the smokebox near the com- 
pressor. 

A hand screw brake operates on the 
hind unit only from a hand brake with 
the necessary gearing fixed on the cab 
back plate. The whole system provides 
for straight air-brake on the engine in 
addition to automatic brake for engine 
and train. The appearance of the loco- 
motive has been enhanced by the care- 
ful shaping of the tanks and bunker. 
These ensure a clear view in both direc- 
tions from the cab and also add to the 
general appearance. A common cause 
of maintenance has been overcome by 
the use of Beyer, Peacock’s patent 
fastening of the tanks to the frame. 
Under this arrangement special shoes 
locate the tanks longitudinally and 
transversely and holding-down bolts are 
spring-loaded. 

This arrangement allows occasional 
slight deflections of the frame to occur 
without causing undue stress in the tank 
structure when traversing uneven track. 
The tanks and bunker are of riveted 
construction with the usual fittings 
which include fill holes at both ends of 
the locomotive and tank water-level 
gauge. Particular attention has been 
given to the shape and design of the 
bottom of the coal bunker to ensure effi- 
cient fall into the conveyor of the 
mechanical stoker. 


Lubrication 


The lubrication system is a particular 
feature of these locomotives and every 
effort has been made to provide an 
accessible and reliable system to meet 
modern requirements and to eliminate 
attention and preparation time by the 
engine crew. Each unit carries two 
DV5 type mechanical lubricators sup- 
plied by Nathan Manufacturing Co. and 
also by Davies & Metcalfe Limited. 
Two lubricators feed engine lubricating 
oil to the axlebox guides (both coupled 
and bogie), slide bars, valve spindle 
guides, reversing link trunnions, revers- 
ing shafts and pivot centres. i 

The other two lubricators feed cylin- 
der oil to the steam chests, piston valve 
liners, cylinder barrels, steam and ex- 
haust bail joints and the stoker ball and 
telescopic joints. To meet such require- 
ments a number of four-way distribu- 
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tors are employed. Care has been taken 
to make pipe joints, valves, and other 
details of the lubrication system acces- 
sible from ground level. Ajax grease 
lubrication, as previously mentioned, is 
used for the motion, spring gear and 
brake gear. 


Cab and Accessories 


The illustration shows the very clear 
and comfortable arrangement of all con- 
trols in the roomy cab. Every effort has 
been made to provide the maximum 
comfort commensurate with efficient 
operation. The double roof has an 
inner lining of wood. Ample air doors 
in the roof and front plate make for 
maximum comfort during the hot 
weather and both the driver and fireman 
have Dunlopillo seats with back rests 
and arm rests. These seats are adjust- 
able for height and position. There are 
sliding windows in the cab sides and 
attention has been given to the provision 
of food boxes of ample capacity. 

The engines are fitted with Stone’s 
electric lighting equipment, current 
being generated by two 32-V. turbo- 
generators for two 500-watt Tonum E 
headlights, and the usual cab lights. 
Additional points are provided for the 
illumination of the motion, lubricators, 
injector overflow, and tank filling holes. 

Water gauges conform to the railway 
company’s standard, the one on the left 
hand being mounted on a _ special 
column which is also fitted with three 
test cocks. The drifting gauge and 
steam pressure gauge are well positioned 
in full view of the driver and examina- 
tion of the illustration will show that he 
has the reversing gear, regulator, and 
brake handles very closely to hand, 
whilst keeping him in free position to 
look forward. 

The cab fittings and controls for the 
mechanical stoker are in accordance 
with the Standard Stoker Co’s latest 
design. Left and right below the fire- 
hole door are levers which can be used 
to control the coal outlet on to the table 
plate. The boiler is fitted with three 
3 in. Ross pop safety valves and has a 
steam chime whistle operated by cable 
from the cab. Eight sand boxes in all 
can deliver sand in front and behind 
each group of coupled wheels. They 
have pneumatically operated sand traps 
and valves supplied by Gresham & 
Craven Limited. Each engine is pro- 
vided with four 35 ton screw jacks and 
two re-railing ramps. The locomotives, 
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Cab arrangement showing layout of fittings 


designated class “ AD-60,” are num- 
bered from 6001 onwards and will be 
finished painted on arrival in New 
South Wales with black underframes 
and smokebox, and the boiler and tanks 
finished in black with a narrow red 
lining and red buffer beams. 

These powerful Beyer-Garratt loco- 
motives of a completely new design for 
the 4 ft. 84 in. gauge represent a very 
definite advance in the detail and gene- 
ral design of this most successful type 
of articulated locomotive. They embody 
all the latest developments and improve- 
ments dictated by the experience of the 
builders of this type of locomotive 
which they have supplied to railways all 
over the world and as already stated in- 
corporate the standard practice wherever 


it has been possible of the New South 
Wales Government Railways. The 
leading dimensions are: — 
Cylinders (4), dia. x stroke 
Coupled wheels, dia. “ 
Bogie wheels, dia.... 
Axleload i ee 
Total wheel base ... 
Length over buffers ; tea 
Total weight in working order ... 
Heating surface— 
Tubes... és aa «oe ape ee 
Firebox, including arch tubes... 242 sq. fe. 


3,041 sq. ft. 
748 sq. ft. 


ae aes aia wae 3,789 sq. fe. 


I9fin. x 26in 
4 ft. 7in. 
3 fe. 
16 tons 
97 fc. 8 in. 
108 fe. 7 in. 
254 tons 15 ewr. 


Total evaporative 
Superheater 


Grate area “< pom = 

Tractive effort at 75 per cent. 
boiler pressure om ose 

Tractive effort at 85 per cent. 
boiler pressure van aia 

Coal capacity 

Water capacity 


63-4 sq. ft. 
52,550 Ib. 
59,560 Ib. 


4 tons 
9,200 gal. 








CLosinc L.M.R. Depots.—Altcar & Hill- 
house, Birkdale Palace, and Southport 
Lord Street goods depots, London Midland 
Region, will be closed on and from 
Monday, July 7. Alternative arrange- 
ments have been made for handling freight, 
mineral and coal class traffic. 


INDIAN LOCOMOTIVE IMPpoRTS.—The 
Minister for Railways has stated that India 
will import 178 locomotives this year. 
Britain has already supplied 30 broad- 
gauge locomotives of the ““WM” class, 
built by the Vulcan Foundry Limited, and 
is expected to deliver this year 58 of the 


100 “ YP” class (metre-gauge) locomotives 
on order from the North British Loco- 
motive Co. Ltd. Arrivals from Germany 
include ten “ “¢P” class locomotives from 
Krauss-Maffei A.G., which is also building 
40 more of this class and 15 “ZB,” 15 
“ ZE,” and five “ZF” class locomotives 
(2 ft. 6 in. gauge). 


BATTERY COMPANY'S ExPorT ACTIVITIES.— 
In his speech at the recent general meeting 
of the Chloride Electrical Storage Co. Ltd., 
the Chairman, Mr. A. W. Brown, spoke of 
the increasing demand for the Company’s 
rroducts overseas. This had been particu- 


larly noticeable in South Africa, India and 
Singapore, and there had been an increase 
of 50 per cent. in the volume of export 
sales compared with the previous year. 
Factory extensions were nearing comple- 
tion in Australia and New Zealand. Pro- 
duction facilities at their Indian factory 
were being extended, and it had been de- 
cided to erect a factory in South Africa. 


CLOSING OF ARKSEY STATION.—On and from 
August 5, Arksey Station, near Doncaster, 
Eastern Region, will be closed to regular 
passenger traffic. The existing arrange- 
ments for parcels traffic will continue. 
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Modernised Trailers for Push and Pull Trains 


Re-equipment and modernised interiors 


for 


WO Western Region trailer cars 
designed primarily for pull and 
push working on branch lines have 
recently been re-equipped and _ the 
interiors modernised at Swindon (see 
also our June 13 issue). Each car is 
63 ft. long and 8 ft. 11 in. wide, and 
has two saloons, 10 ft. 94 in. and 36ft. 
3 in. long respectively, separated by the 
entrance vestibule. The smaller saloon 
is reserved for non-smokers. Accom- 
modation for luggage is provided at one 
end of the car. 


Design Features 


Both cars are fitted with seats of the 
type normally used on road vehicles, one 
having the general service type of seat 
while the other has larger and more 
luxurious seats generally found in long- 
distance road vehicles. The car with 
general service seats accommodates 70 
passengers. The walls are panelled 
throughout with brown Linette plastic, 
relieved with polished timber mould- 
ings, while the ceiling is of ivory plastic 
material. 

Adjacent to the entrance vestibule, five 
seats are placed longitudinally against 
the sides of the car, while the remain- 
ing seats are twin units arranged trans- 
versely, with a centre gangway. The 
seats have spring case and rubber latex 
fillings and are upholstered with maroon 
synthetic woven fabric and Vynide. 
Seat frames are of tubular steel finished 
in maroon, except the top rail, which 
is chromium plated. 

Luggage racks extend throughout the 
length of the saloons on both sides of 
the car, above the windows, the under- 
sides being covered with brown Linette 
plastic which is swept round to join the 
wall panels. A decorative anodised 
aluminium moulding relieves the front 
rail of the luggage rack, and the 
architraves around the doorways of the 
saloon are also in anodised aluminiur. 


two Western Region 


The floor is covered with marbled 
brown linoleum to tone with the wall 
panels. 

The second car, with the larger type 
of seat, accommodates 60 passengers 
and is panelled from the floor to the 
top of the windows with Arabesque 
Grey plastic, with Softflow Opaline 
Green plastic extending from this point, 
round the underside of the luggage rack 
and on the sides of the ceiling, to join 
the centre ceiling panel, which is in 
ivory plastic. The large saloon is 
divided by a partition, the lower portion 
of which is panelled similarly to the 
side walls, while above the waist large 
glass panels are provided. 

Except for one pair of seats in the 
non-smoking saloon, which are fitted 
longitudinally, all the twin seats are 


vehicles 


arranged transversely on each side of 
a central gangway. ‘lhe seats, which 
are provided with head rests, are 
upholstered in maroon moquette and 
green Vynide, and have tubular steel 
trames finished in maroon except for 
the top rail, which is chromium plated. 
Tubular foot rests are also provided 
below the seats of this car, and green 
marbled linoleum covers the whole of 
the floor, 
Lighting Equipment 

General lighting of both cars is 
obtained from large electric light fittings 
arranged along the centre of the ceil- 
ing, while auxiliary lighting over the 
seats is provided by small _ semi- 
recessed electric light fittings situated 
along the underside of the side luggage 
racks. Electric supply is obtained from 
a normal 24-30V. Western Region light- 
ing system as originally fitted on the 
cars. 

Both trailer cars have the bodies 
encased in steel panels and are mounted 
on riveted steel underframes consisting 
principally of channels and angles, the 
whole forming a design of rigid con- 
struction with 9 ft. double-bolster bogies 
of similar construction. Retractable 
steps and handrails are provided on 
each side of the cars. The steps which 
are under the control of the guard are 
operated by hand levers in the entrance 
vestibule. 


Principal Contractors 


The following were the principal sup- 
pliers of equipment for the renovated 
cars :— 


Metal seat frames - Accles & Pollock Limited 
{ John A. Wood Limited 
«+ ) LC. Limited 
\ Fothergill & Harvey Limited 
Thomas de La Rue & Co. Ltd. 


Upholstery... 
Wall & ceiling panels 


Two interior views of the seating arrangements in the trailer cars 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. G. A. Hobbs, European Passenger 
Manager, Canadian Pacific Railway, has 
retired, and has been succeeded by Mr. 
E. §. Spackman, General Passenger Agent. 
Mr. P. K. Reynolds has been appointed as 
General Passenger Agent. 


Mr. W. Urquhart, O.B.E.,  B.Sc., 
M.LC.E. Assistant Chief Engineer, East 


Mr. W. Urquhart 


Appointed Chief Engineer, East African 
Railways & Harbours 


-African Railways & Harbours, who, as 
recorded in our April 25 issue, has been 
appointed Chief Engineer, was educated 
at Edinburgh Academy and Edinburgh 
University. He served his early engineer- 
ing training with Sir W. G. Armstrong 
Whitworth & Co. Ltd., and was employed 
as an Assistant Engineer on construction 
works in England and Newfoundland. In 
January, 1926, Mr. Urquhart joined the 
Uganda Railway as Assistant Engineer and 
in 1933 he became Engineer-in-Charge at 
Mombasa Port In 1940 he assumed the 
post of New Works Engineer and in 1942 
was promoted to District Engineer. He 
became Assistant Chief Engineer in 1946 
and retained this post on the amalgama- 
tion of the Kenya & Uganda Railways 
and the Tanganyika Railways in 1948. He 
acted as Chief Engineer for lengthy 
periods between 1946 and 1952. For the 
past six years Mr. Urquhart has served 
as a member of the Nairobi City Council 
and he was President of the East African 
Association of Engineers in 1948 and 1949. 


He was awarded the Order of the British 
Empire in the 1946 New Year’s Honours 
List. 


The British Aluminium Co. Ltd., has 
announced that Mr. N. McPherson has 
been appointed a Director of the 
Aluminium Corporation Limited. Mr. 
McPherson will continue in his capacity 
as General Manager of the Aluminium 
Corporation Limited. 


The Chancellor of the Exchequer has 
appointed Sir Luke Fawcett to be Chair- 
man of the Southern Regional Board for 
Industry. 


Mr. John Elliot, Chairman, and the 
Members of the Railway Executive, were 
hosts at a luncheon at the Great Eastern 
Hotel, Liverpool Street, on June 30, to the 
Directors-General of _ the principal 
European railway administrations present 
in London for a meeting of the Inter- 
national Union of Railways. Those present 
included :-—~ 

Messrs. Armand (French Railways), President 
of the Union ; Delory (Belgian Railways) ; 
den Hollander (Netherlands Railways); di 
Raimondo (Italian Railways) ; Gschwind 
(Swiss Railways); Upmark (Swedish Railways) ; 
Frohne (West German Railways); Tuja, 
Secretary-General ; C. K. Bird, Chief Regional 
Officer, Eastern Region, British Railways; 
C. P. Hopkins, Chief Regional Officer, Southern 
Region, British Railways; R. H. Hackert 
Chief Officer (Continental), Railway Executive. 


British Railways, Eastern Region, 
announces the appointment of Mr. G. W. 
Stewart, District Operating Superintendent 
(Eastern Operating Area), Manchester, as 
General Assistant to the Chief Regional 
Officer, Eastern Region, Liverpool Street. 


Mr. W. G. Latham, B.A. M.LE., 
F.P.W.L, Chief Engineer, Oudh Tirhut 
Railway, India, who, as recorded in our 
May 23 issue, has been appointed Chief 


Mr. W. G. Latham 
Appointed Chief Engineer, North Eastern 


Railway, India 


Engineer, North Eastern Railway, India. 
was educated at Marlborough College and 
Trinity College, Cambridge. He was ap- 
pointed as an Assistant Engineer, Madras 
& Southern Mahratta Railway, India, in 
1923, and was confirmed as District Engi- 
neer in January, 1939. In March, 1942, he 
was posted as A.R.P. Officer, M.S.M.R., 
and in October of that year became War 
Planning Officer. He officiated as Deputy 
General Manager twice during 1942 and 
from March, 1943, to March, 1949. In 
November, 1949, Mr. Latham became 
Deputy Chief Engineer. He was on special 
duty with the Railway Board, analysing 
statistics of derailments, from October, 
1950, to January, 1951, and published a 
Report in collaboration with Mr. E. W. 
Isaacs. He was appointed Chief Engineer, 
M.S.M.R., in January, 1951; Chief Engi- 
neer, Southern Railway, India, in the fol- 
lowing April, 1951; Chief Engineer, Great 
Indian Peninsula Railway, in May; and 
Chief Engineer, Oudh Tirhut Railway, in 
October. 
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Mr. E. 


W. H. Powell 


Appointed District Goods Superintendent, 
Wolverhampton, London Midland 
and Western Regions 


Mr. E. W. H. Powell, District Goods 
Superintendent, Warrington. London Mid- 
land Region, who, as recorded in our June 
27 issue, has been appointed District Goods 
Superintendent. Wolverhampton, London 
Midland and Western Regions, joined the 
L.N.W.R. in 1911. From 1914 to 1919 
he served in H.M. Forces with the in- 
fantry, the Royal Tank Corps, and on the 
General Staff. On returning from the 
Army in August, 1919, he continued his 
railway training at Bletchley Station, and 
in December of the same year was 
appointed Junior Assistant to the District 
Goods Manager, Northampton; he subse- 
quently held similar positions at Warring- 
ton, Birmingham. Lancaster and Barrow. 
In 1927 he was appointed District Traffic 
Agent at Whitehaven. Mr. Powell was 
attached to the Chief Goods Manager's 
Office, Euston, in 1930, on special work 
in connection with mechanical appliances; 


and subsequently was appointed Head- 
quarters’ Inspector to the Chief Operating 
Manager, Euston. In 1935 he became 


Goods Agent at Northampton, and he 
held a similar position at Liverpool Road. 
Manchester, from March, 1944. He was 
appointed Assistant District Goods Mana- 
ger, Wolverhampton, in December, 1944, 
Assistant to Chief Commercial Manager 
(Goods), in 1946; and District Goods & 
Passenger Manager, Northampton. in the 
following year. He became District Goods 
Superintendent, Warrington, In 1950. 


The United Steel Companies Limited 
announce that Mr. H. E. Wright has 
retired from the position of General 
Manager of their Steel, Peech & Tozer 
Branch at Rotherham. He is remaining 
with the United Steel Companies Limited 
in a consultative capacity, and will con- 
tinue to serve on the boards of the 
associated companies. of which he is at 
present a Director; in addition, he is to 
supervise the development of Commercial 
Research at the Head Office. Mr. Andrew 
Jollie, who was General Works Manager, 
succeeds Mr. Wright as General Manager 
of Steel, Peech & Tozer, and Mr. G. E. D. 
Halahan. who was Chief Labour Super- 
intendent of the United Steel Companies, 
succeeds Mr. Jollie as General Works 
Manager. 


THE RAILWAY GAZETTE 





Mr. F. E. Bailey 


Appointed Chief Assistant to Commercial 
Superintendent (Freight), L.M. Region 


Mr. F. E. Bailey, Assistant (Overseas & 
Continental) to Commercial Superintendent, 
London Midland Region, who, as recorded 
in our June 6 issue, has been appointed 
Chief Assistant to Commercial Superinten- 
dent (Freight), was educated at Sir John 
Deane’s School, Cheshire, and entered the 
service of the Lancashire & Yorkshire Rail- 
way in 1910. He joined the Army shortly 
after the outbreak of the first world war, 
and was commissioned in the 3rd Battalion, 
Manchester Regiment and served in France 
with the 19th (4th City Pals) Battalion. In 
1918 he was seconded to the Royal Engi- 
neers, Docks Directorate. On resuming 
railway duties in 1920. Mr. Bailey was en- 
gaged at Manchester Docks on the Ministry 
of Transport scheme for relieving con- 
gestion there, and later was appointed 
Commercial Representative covering the 
Trafford Park area and shipping concerns 
in Manchester. He was appointed Goods 
Agent, Manchester Docks & Trafford Park. 
in 1929, and Chief Canvasser, Manchester 
District, in 1932. Two years later he was 
made Assistant to District Manager, Bolton, 
and has also been Assistant to the London 
District Goods Manager, as well as Acting 
District Passenger Manager, Euston, in 
1941. After completing a special in- 
quiry into the commercial liaison arrange- 
ments in the London District, Mr. Bailey 
was in 1936 appointed Sales Assistant to 
the Chief Commercial Manager at Euston. 
and on the opening of the L.M.S.R. School 
of Transport at Derby was a Member of 
the School Council. and also Lecturer on 
“Railway Salesmanship.” Mr. Bailey was 
appointed Assistant (Claims), Chief Com- 
mercial Manager’s Department, early in 
1942, and became District Passenger Mana- 
ger, Manchester in 1944. Three years later 
Mr. Bailey was appointed Assistant (Over- 
seas & Continental) to the Chief Commer- 
cial Manager, L.M.S.R., a post which was 
redesignated Assistant (Overseas & Con- 


tinental) to Commercial Superintendent 
after nationalisation. 
Mr. Charles Holt, Deputy General 


Manager of Thos. Cook & Son Ltd., has 
been elected Chairman of the Creative 
Tourist Agents’ Conference for the ensuing 
year. Mr. Holt has held this office since 
1949, 
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Mr. C. N. Montague 


Appointed Revenue Acco ntant (Coaching), 
Eastern & North Eastern Regions, 
British Railways 


Mr, C. N. Montague, Revenue 
Accountant (Merchandise), Eastern & 
North Eastern Regions, Newcastle, who, 
as recorded in our June 27 issue, has been 
appointed Revenue Accountant (Coach- 
ing), Eastern & North Eastern Regions, 
Marylebone, entered the service of the 
Great Northern Railway in the 
Accountant’s Department at Kings Cross 
in 1914. He was transferred to the staff 
of the Divisional Accountant, Southern 
Area, L.N.E.R., in 1926, and was appointed 
Assistant District Auditor in 1937, serving 
in the Norwich and Leeds Districts. He 
returned to Marylebone in 1945 and took 
charge of the District Auditors’ Report 
Section of the Revenue Accountant's 
Office. He was transferred to Kings Cross 
in 1948 as Assistant to Accountant, Eastern 
& North Eastern Regions, for Revenue & 
General matters, and was appointed 
Revenue Accountant (Me-chandise) 
Eastern & North Eastern Regions, New- 
castle, in January, 1951. 


Mr. G. O. Henricson, Assistant to the 
Vice-President & Comptroller, Accounting 
Department, Illinois Central Railroad. 
U.S.A., has retired and has been succeeded 
by Mr. George W. Bramfeld. 


Mr. J. F. Ericson, Assistant Traffic 
Manager, Dunedin, New Zealand Govern- 
ment Railways, who, as recorded in our 
May 30 issue, has been appointed District 
Traffic Manager, Invercargill, entered the 
railway service before the first world war 
as a clerical cadet at Wellington. Within 
a few months he was transferred to 
Otago, where he has spent practically the 
whole of his railway life. From 1917 to 
1920 Mr. Ericson was overseas with the 
New Zealand Expeditionary Force. In 
1924 he was promoted to Stationmaster at 
Ngapara. He was transferred to Dunedin 
in 1927, but returned to the country in 
1930 as Stationmaster at Orepuki. In 1931 
he was appointed Stationmaster at Stirling 
and in 1947, following several years at 
Oamaru as Wagon Supply Officer, was 
promoted to Stationmaster at Cromwell. A 
year later Mr. Ericson became Station- 
master at Bluff, and in 1951 he was 
avpointed to the position of Assistant 
Traffic Manager, Dunedin. 
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Railway Students’ Association Convention at St. Andrews 


Papers on economic situation and freight train operation in 
Scotland, and visits to transport and industrial installations 


The annual convention of the Railway 
Siudents’ Association, London School of 
Economics & Political Science, this year 
was held at St. Regulus Hall, University of 
St. Andrews, Fife, Scotland, from Friday, 
june 20 to Tuesday, June 24. The major- 
itv of members left London by the 10.15 
or 10.35 p.m. trains from Kings Cross on 
the evening of June 19, travelling on to 
St. Andrews via Leuchars Junction the 
following morning, and returned by the 
8.15 p.m. sleeping car train from Perth to 
Euston on the night of June 24-25. 

Proceedings were opened by the Presi- 
dent of the Association, Mr. C. K. Bird, 
Chief Regional Officer, Eastern Region, 
British Railways, on the afternoon of June 
20. He thought it appropriate that St. 
Andrews was chosen as the venue for the 
convention. That city was at once the 
Canterbury and the Oxford of Scotland, 
by virtue of its ecclesiastical history, which 
he outlined briefly, and its flourishing 
university. 

Mr. A. V. Cole, of the Department of 
Economics, University of St. Andrews, 
then gave an address on ~~ Scotland’s 
Economic Situation, with Particular Refer- 


ence to Fife.” Mr. Cole said that the 
economic problems that affected Fife 
were similar to those that had affected 
Scotland as a whole. A census in 1951 


showed that the distribution of population 
in Scotland had altered very little since 
1910, after the prolonged expansion of the 
new industrial areas, chiefly in the Clyde 
Valley, in the nineteenth century. The 
diminution of the coalfield output in 
Lanarkshire and the opening of new mines 
in West Fife had caused many problems 
concerning the transfer of miners and their 
families and capital developments in the 
new mining areas. The present and poten- 
tial expansion of industry in West Fife, 
and the redirection of coal inland instead 
of to the ports, made necessary the re- 
orientation of transport services, and an 
increase of traffic between the east and the 
west of Scotland. 

Mr. W. K. Hamilton, District Motive 
Power Superintendent, Perth, Scottish 
Region, British Railways, opened a dis- 
cussion on the address by mentioning the 
several schemes for the rebuilding of 
marshalling yards in Fife, and steps that 
were being taken for working the increased 
traffic across the country to and from the 
Glasgow area. 


Civic Reception 

During the same afternoon, members 
Were received at the Council Chambers by 
the Provost of St. Andrews, Miss J. L. 
Moir. Mr. Bird thanked the authorities of 
the City and of the University for their 
warm welcome, and said that the Associa- 
tion deeply appreciated the honour of the 
Civic reception. He stressed the importance 
of the railways to the well-being of the 
community in Fife, as elsewhere, and the 
Interest that would be afforded by the 
study of some of their problems. 

On June 21, Mr. T. F. Cameron, Chief 
Regional Officer, Scottish Region, British 
Railways, and a Vice-President of the 
Association, who made many of the 
arrangements for the convention, read a 
paper entitled “ Freight Train Working in 
Scotland.” Mr. Cameron began by outlin- 
ing the problems of freight train working. 
Anything from one wagon to a through 


train load may arise at or need to be de- 
livered to one of the very many stations 
and private sidings and depots in the coun- 
try. The ideal marshallilng yard for form- 
ing full train loads would be mechanised 
and away from congested areas. Inter- 
mediate staging and transfer of traffic had 
been minimised in Scotland by con- 
centrating the traffic of the former rail- 
way companies on to one yard or route. 

Speed was of paramount importance 
both to achieve maximum possible use of 
rolling stock and as a morale factor, but 
this depended on the type of wagon and 
traffic, the locomotives available, and line 
capacity. Shorter trains could run at a 
higher speed but required a greater num- 
ber of sorting sidings for their preparation. 
Where trains of widely different speeds 
had to be run on one line in any given 
direction it was desirable to run them in 
series of fairly equal speeds. Mr. Cam- 
eron quoted some examples of such traffic 
between Edinburgh and Berwick, and then 
referred to the effect of signalling improve- 
ments on traffic movement and the import- 
ance of freight train control offices. 


Nominated Loading of Freight 

One of the most important developments 

in freight train operation had been the 
increased adoption of what was known as 
nominated loading. Senders were induced 
to give the railways traffic in such a way 
as to make the composition of long- 
distance trains easier; full train loads on 
an area basis instead of odd wagon loads 
avoided at least the originating marshalling 
yard. A discussion on the paper followed, 
in which Mr. Cameron mentioned schemes 
costing one to two million pounds apiece 
for building and enlarging marshalling 
yards at Thornton, Alloa, and near 
Edinburgh. 
During the afternoon of Sunday, June 
circular tour was made by W. 
Alexander & Sons Ltd. coaches through 
Guard Bridge, Newburgh, Perth, Methven, 
Sma Glen, Aberfeldy, Tummel Bridge, Pit- 
lochry, and Perth, to view some of the 
scenic attractions of the Perthshire High- 
lands. A stop was made at Pitlochry to 
enable the party to see the North of Scot- 
land Hydro-Electric Board power station. 

By the courtesy of Sir Hector McNeill, 
Chairman, Glenrothes Development Cor- 
poration, and Mr. James Keir, Area Pro- 
duction Manager, National Coal Board, 
respectively, members were able to visit 
either Glenrothes New Town or Michael 
Colliery, East Wemyss, on the morning of 
June 23. 

Glenrothes New Town, between the 
burghs of Leslie and Markinch, in Fife, 
is primarily to serve Rothes Colliery, the 
sinking of which is now in progress. The 
scheme was begun in 1948, and in all three 
phases of the town’s growth provision will 
be made for education, shopping and busi- 
ness, recreation, and other communal 
facilities. With the development of in- 
dustries other than mining, the total popu- 
lation may eventually reach 35,000. The 
Railway Students’ Association party was 
received by Messrs. F. A. B. Preston, 
General Manager, P. Tinto, Chief Archi- 
tect & Planning Officer, and H. Pollitt, 
Chief Estates Officer of the Corporation. 
Mr. Tinto explained the purpose and plan 
of the Glenrothes scheme, with reference 
to diagrams, and models of various 


ees 


“as, a 


features associated with the project were 
inspected. The party then toured the 
estate and saw some of the buildings com- 
pleted and under construction. 

The colliery party were received by Mr. 
W. H. McAllister, Acting Manager. 
Michael Colliery has 13 sections, the face 
of the deepest of which is about 3,000 ft. 
below sea level and 24 miles out under the 
Firth of Forth. It employs some 2,500 
men and the saleable output of 3,000 tons 
of coal a day is among the largest in Scot- 
land. The party descended about 1,800 ft. 
in the pit cage and proceeded } mile to 
one of the coal faces, three to four ft. in 
depth, which they traversed. They were 
also shown the endless rope system used 
for moving the wagons in the mine, the 
water pumping machinery, the pithead 
baths, and other plant and buildings. 

During the afternoon, members visited 
Guard Bridge Paper Mills and saw the 
processes of paper making from the re- 
ceipt of the esparto grass, and its blending 
with various chemicals, to the preparation 
and packing for dispatch of the finished 


product. All types of paper except news- 
paper is made at Guard Bridge. At the 
final dinner at St. Regulus Hall that 


evening, a vote of thanks was passed to 
Mr. A. F. Wallis, Honorary Organising 
Secretary of the Association, who was 
largely responsible for the programme of 
the convention. 


Visits in Dundee 

On the morning of June 24, the party 
left St. Andrews for Dundee, where they 
were met by representatives of the office 
of the District Commercial Superintendent, 
Mr. B. R. Temple. In Dundee, members 
could visit either the Corporation Trans- 
port bus and tram depot, the Manhattan 
Works of Jute Industries Limited, or the 
factory of the National Cash Register Co. 
Ltd. 

Dundee Corporation Transport operates 
153 buses (35 single-deck), all with oil 
engines, and 56 trams, which are supplied 
by overhead current. The party were 
shown the overhaul and repair shops for 
each type of vehicle, including the test 
benches for engines, fuel pumps, and air 
brakes of the buses, and the hoists, and 
turning and tyre-fitting machines for the 
trams. ny 

The particular jute factory visited at 
Dundee produces only sacks (known as 
ganny bags), some of which are supplied to 
British Railways in connection with its 
sack hire service. The jute is first pro- 
cessed for strengthening and then wound 
from bobbins on to circular looms. The 
material is cut into lengths, one end sewn 
and the other hemmed, and the bags then 
drawn through by suction. To attract 
female labour, the modern factory includes 
a day nursery for children. At the nearby 
new and attractively-situated works of the 
National Cash Register Co. Ltd., which 
is by one of the many housing estates 
being developed on the outskirts of Dun- 
dee, the visitors saw the manufacture and 
finishing of component parts, followed by 
the assembly and packing of the machines. 

Members travelled to Perth in the after- 
noon to inspect the General Station, St. 


Leonards Bridge Signalbox, the North 
Goods Depot, and the Motive Power 
Depot, before leaving for London. They 
were met at Perth by Messrs. J. Killin, 
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District Traffic Superintendent, J. 
District Traffic Superintendent’s Office, W. 
Phillips, Perth Goods Agent, and J. 
Watters, the Assistant Stationmaster. 
Perth General Station has four bay and 
five through platforms, the longest of 
which is 556 yd. Centre crossovers allow 
two trains to use platforms at the same 
time. About 250 trains are dealt with 
daily, and the actual station staff number 
approximately 300. There is little short- 
distance traffic except to Dundee. 

St. Leonards Bridge Signalbox is at the 
south end of the station. It has a 120- 
lever frame manually-operated by the two 
men on duty; Tyer’s open block instru- 
ments are used. The North Goods Depot 
has four platforms, each of which can 
accommodate 11 wagons. It deals with 
all town and transfer traffic at Perth except 
full loads, which are marshalled in the 
yards outside. The inward traffic, which is 
the largest, numbers about 100 wagons a 
day. A warehouse above part of the depot 
is hired for newsprint and grain meal, 
pellet and cake storage. 


G.N.R.(I.) Summer Services 


The G.N.R.(1.) summer timetable which 
operates from June 15 to September 7 has 
interesting features and innovations as well 
as the usual seasonal alterations. 

In an effort to overcome the long 
customs delay to the morning express from 
Dublin to Belfast which occurred at 
Goraghwood last year, the 9 a.m. express 
from Dublin to Belfast will run in two 
portions beyond Dundalk on weekdays. 
The first portion will run non-stop Dundalk 
to Belfast where the Northern Ireland 
customs examination will be made on 
arrival, at 11.40 a.m.; the second portion, 
which will have the Londonderry through 
coach attached, will be examined by the 
Northern Ireland Customs at Goraghwood 
and will call at Portadown and Lurgan, 
arriving at Belfast at 12.25 p.m. 

A new fast service to Warrenpoint from 
Belfast at 4 p.m. will be operated by diesel 
train which, calling at Lurgan, Portadown, 
Goraghwood and Newry, will arrive at 
5.22 p.m. A return train leaving Warren- 
point at 4.20 p.m. and calling at Newry 
and Portadown only will reach Belfast at 
5.45 p.m. A through diesel express will 
run from Warrenpoint to Dublin at 5.35 
p.m., calling at Newry, Goraghwood, 
Dundalk, and Drogheda and arriving in 
Dublin at 8 p.m. 

Some new connections will be made at 
Portadown for Dublin and Belfast pas- 
sengers to Monaghan, Clones, and Ennis- 
killen directions. Connecting with the 9 
a.m. from Dublin and the 12 noon from 
Belfast expresses, a diesel train will leave 
Portadown at 12.45 p.m. and this service 
in turn will connect with a railcar for 
Enniskillen which will leave Clones at 2.45 
p.m. A railcar from Clones to Enniskillen 
at 9.45 p.m. (arriving at 10.33 p.m.) will 
give a connection to passengers travelling 
from Dublin by the 6.20 p.m. express and 
from Dundalk by the 8 p.m. Dundalk to 
Clones, also from Belfast by the 6 p.m. 
which, in turn, will connect with a train 
leaving Portadown for Clones at 6.52 p.m. 

The first outward journey of _ the 
popular “ Bundoran Express ” was on May 
31. It leaves Dublin at 8.45 a.m. and 
arrives at Pettigo (for Lough Derg) at 1.4 
p.m. and Bundoran at 2 p.m. The return 
service leaves Bundoran at 12.10 p.m., 
Pettigo at 1.23 p.m. and reaches Dublin at 
5.45 p.m. The express which carries large 
numbers of pilgrims from Dublin and the 
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South to Lough Derg Sanctuary each year, 
has a restaurant car in service between 
Dublin and Clones; it runs non-stop 
through Northern Ireland territory between 
Clones and Pettigo. A connection with 
this train for pilgrims from the Midlands 
and West is made at Clones by a railcar 
which leaves Cavan at 10.45 a.m. The 
‘** Bundoran Express” gives good connec- 
tions through Ballyshannon to South and 
West Donegal by the network of bus ser- 
vices operated by the G.N.R.(I.) in con- 
junction with the Co. Donegal Railway. 
On Sundays a train will run from Belfast 
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to Dublin at 12 noon, arriving at 3.10 p.m. 
It will give a connection at Portadown for 
Dublin passengers off the Londonderry to 
Belfast train which will be altered to leave 
Londonderry at 9.45 a.m. A return train 
will leave Dublin for Belfast at 5 p.m.,, 
arriving at 8.10 p.m. It will give a con- 
nection at Portadown with the Belfast— 
Londonderry train which will leave Belfast 
at 7.30 p.m. instead of at 8.15 p.m. as in 
the winter schedules. There will be con- 
nections at Omagh with Enniskillen by 
the 9.45 a.m. Londonderry to Belfast and 
Dublin and the 7.30 p.m. from Belfast. 


Electric Locomotive Named ‘‘Tommy ”’ 


Naming ceremony on return of engine 


after loan 

Electric Bo-Bo type mixed traffic loco- 
motive No. 26000, formerly L.N.E.R, No. 
6000, built in 1941 for the Manchester-Shef- 
field-Wath electric services, which, as de- 
scribed in our December 5, 1947, and sub- 
sequent issues, has been on loan to 
the Netherlands Railways, was named 

“Tommy” in a ceremony performed at 
Liverpool Street Station on June 30 by Mr. 
F. Q. den Hollander, General Manager of 
the Netherlands Railways, to perpetuate 
the name by which the engine was affection- 
ately known to railwaymen in Holland. 

Mr. John Elliot, Chairman of the Rail- 
way Executive, welcoming Mr. den Hollan- 
der, referred to the close co-operation 
between the Netherlands Railways and the 
L.N.E.R. and now its successor, British 
Railways, exemplified in the loan of the 
British locomotive to the Dutch railways 
when, as the result of war devastation, the 
latter were greatly in need of electric motive 
power. 

Mr. den Hollander said that the loan of 
the locomotive, for which, because of delays 
through’ the war to the Manchester-Sheffield 
electrification project, there had been at that 
time no use on the L.N.E.R., had been a 
most happy arrangement, No. 26000 had 
run 335,000 miles in Holland without any 
serious breakdown attributable to her con- 
struction or design. 


The staff of the Netherlands Railways, 
he stated, would always think of her 
in her green L.N.E.R. livery. Mr. den 


Hollander then unveiled the engine name- 
plate and presented to Mr. C. K. Bird, 
Chief Regional Officer, Eastern Region, a 


Delftware dish on which the engine is de- 
picted. 
Mr. Bird acknowledged the gift on behalf 


of British Railways. 
Others present included :— 


Messrs. V. M. Barrington-Ward, David Blee, 
and R. A. Riddles, Members, Railway Execu- 
tive. 

Messrs. Louis Armand, General Manager, 
French National Railways ; J. I. Campbell, 
Civil Engineer, Eastern Region ; K. J. Cook, 
Mechanical & Electrical Engineer, Eastern and 
North Eastern Regions ; C. G. G. Dandridge, 
Commercial Superintendent, Eastern Region ; 
F. Delory, General Manager, Belgian National 
Railways ; A. R. Dunbar, Divisional Oper- 
ating Superintendent, and G. F. Fiennes, 
Assistant Divisional Operating Superintendent 
(Eastern), Eastern Region; 

Dr. Frohne, President of the German Federal 
Railways Committee of Management; Dr. 
Hugo Gschwind, President, Swiss Federal 
Railways ; Messrs. R. H. Hacker, Chief 
Officer (Continental), Railway Executive ; C. P. 
Hopkins, Chief Regional Officer, Southern 
Region ; C. S. Lock Press Officer. Railway 


to Netherlands 


Railways 


Executive ; L. P. Parker, Motive 
Superintendent, Eastern Region; 

G. di Raimondo, General Manager, Italian 
State Railways ; M. B. Thomas, Public Rela- 
tions & Publicity Officer, Eastern Region ; 
J. Tuja, Secretary, International Union of 
Railways ; E. G. J. Upmark, General Manager, 
Swedish State Railways ; S. B. Warder, Chief 
Officer (Electrical Engineering), Railway Execu- 
tive ; and G. Wynne Davies, Publicity Officer, 
Railway Executive. 


Power 


New Rail and Road Bridge 
over the Elbe 


The Liibeck-Biichen-Liineburg line 
crosses the River Elbe at Lauenburg by a 
bridge which was almost totally wrecked 
during the war. After the partition of 
Germany, the road and railway bridge at 
Hamburg remained the only permanent 
river crossing west of the Russian Zone, 
connecting Schleswig-Holstein with the rest 
of Western Germany. 

There is heavy freight traffic, by rail, 
mainly Ruhr coal going north, and potas- 
sium, from the port of Liibeck, going 
south. For some time it had to be directed 
through Hamburg, leading to congestion 
of the restricted railway facilities there. 
The restoration of the Liibeck-Liineburg 
route was therefore regarded as urgent. 
At the same time, it was necessary to 
restore at least one road bridge between 
Hamburg and the border of the Russian 
Zone. For the reasons of economy, it 
was decided to construct a combined road 
and single-line rail bridge, using the piers 
and abutments of the old railway bridge at 
Lauenburg. 

With an aggregate length of one-third of 
a mile, the bridge is one of the most 
important structures built in Germany 
since the war. To avoid the need for a 
swing or lifting bridge, the rail level had 
to be raised by over 7 ft. and as a maxi- 
mum gradient of 1 in 200 (the ruling 
gradient of the whole line) was stipulated 
the embankments approaches to the bridge 
had to be raised for a long distance. 
These gradients were continued on to the 
bridge itself with the exception of a hori- 
zontal span, close to the left bank, where 
the track reaches its highest point. This 
span gives a high-water passage for navi- 
gation, and a clearance of 18 ft. above 
high water level was required. The struc- 
tural height was reduced to a minimum by 
designing the bridge as a through bridge 
with three main girders, the third girder 
arranged between railway track and road- 
way. 

The two main spans of the bridge, each 
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about 346 ft. long, are bridged by a con- 
tinuous truss girder bridge of high-tensile 
steel. The top and bottom flanges of the 
two principal truss girders are formed by 
welded box girders. The distance between 
the two truss girders is 12-5 m. centre to 
centre. The two main spans are followed, 
on the right bank, by five flood spans 
ibout 172 ft. long, formed by welded full- 
web girders and transoms. The bridge 
was brought into use on May 20, 1951, 
after only 13 months of work. Up to 300 
men were engaged at one time. 


New Terminus in 
Mexico City 


In Mexico City an ambitious scheme of 
ailway rationalisation is being carried out 
o plans studied and finalised by a com- 
nittee in 1948, and approved in 1949, 

A new terminus, called Valley of Mexico, 
he site of the former Buenavista Station, 
will replace the three main termini in the 
city. The scheme also includes the re- 
nodelling of goods stations, marshalling 
vards, and carriage sidings, and the crea- 
tion of a new station precinct with a new 
14-storey headquarters building for the 
railway administration, and other buildings 
of public importance. 

Although the approach lines to the new 
terminus enter the town on an alignment 
which interferes little with inner-urban 
communications, they nevertheless form a 
barrier between the suburbs of Guerrero 
and Santa Maria. The terminus is there- 
fore being constructed in such a way that 
the platforms and approach lines, now more 
or less at street level, may be removed in 
future to sub-surface level; the platforms 
will then be at basement level, and the 
approach lines in shallow cuttings. This 
conversion will not require maior structural 
alterations to the station. 

The station will have six arrival and 
six departure platforms, each able to hold 
20 coaches. All trains, whether empty or 
not, will enter the station in reverse, using 
a triangle outside the station. They will 
have a scheduled station layover time of 
40 min. to collect or deposit passengers. 
There will be facilities for minor emer- 
gency repairs at the platforms, which will 
be at coach floor level. All heavy luggage 
will be moved through subways to avoid 
disturbance and delays to passengers. With 
the same object, all incoming and outgoing 
traffic flows will be arranged to avoid con- 
flicting movements. 


Three-Level Building 

The station building is on three levels 
Until the platforms are moved under- 
zround, the basement will be used for the 
storage of all heavy luggage. It also con- 
tains the lavatories and bathrooms. staff 
locker rooms, machine shop and electric 
generator plant. Cars arriving to set down 
or pick up passengers, with or without 
luggage, enter by a tunnel leading to the 
centre of the station where there is a taxi 
stand also. 

The main level consists of a large hall 
with restaurant, waiting room, booking 
office, luggage cloakrooms, shops. and other 
services. The main hall is surrounded by 
a raised circulating area, reached by ramps. 
It includes children’s play rooms and 
nurseries, post and telegraph offices, more 
uggage cloakrooms, cafeteria, hairdresser, 
beauty parlour and kiosks. On the mez- 
zanine level are other restaurants, offices 
of travel agencies, and banks. and the 
adminjstrative offices of the station. 
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Apart from operating considerations, the 
design of the station and its surroundings 
has been largely governed by town planning 
needs. The main frontage of the building 
faces a new spacious station square, at the 
intersection of important east-west and 
north-south arteries. The square is 
trapezoidal jn plan and permits the smooth 
handling of the expected heavy station 
traffic, providing ample parking facilities. 

The new railway administration head- 
quarters is being erected on the south side 
of the square, opposite the station build- 
ing, but with its main frontages of 120 yd. 
long, orientated perpendicular to the square. 
This building with its fourteen storeys, will 
accommodate a great number of railway 
offices and services, previously scattered 
throughout the city, whose concentration 
will result eventually in considerable 
economies. The maijn storey of the build- 
ing, at raised ground floor level, will have 
a spacious hall with open-type counters, 
accessible to the public. 

Among other buildings surrounding the 
new station square will be two eighteen- 
storey hotels. It is planned to encourage 
the growth of a new, important com- 
mercial! district in the area to relieve con- 
gestion in the centre of the city. 


Greenore Railway Locomotives 
Scrapped 


The five locomotives of the now-defunct 
Dundalk. Newry & Greenore Railway. 
described jn an article on the line in our 
January 11 issue, have now been scrapped. 
One ran under its own steam to Belfast 
where it was handed over to a scrap 
merchant to be broken up. The other 
four, including No. 2 Greenore, originally 
scheduled for preservation by the British 
Transport Commission, were formed into 
a special train from Dundalk to Sutton. 
It consisted of ten empty 10-ton vans inter- 
spersed in pairs between the four old loco- 
motives, and a_ standard G.N.R. (1) 
brakevan in the rear, and was hauled by 
a G.N.R. (I.) class ““ D” 0-6-0 goods !oco- 
motive. This formation was necessary to 
keep within curve limitations and other 
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restrictions, particularly over the Boyne 
Viaduct at Drogheda. These four loco- 
motives are being broken up by the 


Hammond Foundry Company, Dublin. 

More than 500 items were listed in the 
catalogue of the auction of the machinery 
and effects of the D.N.G.R. held at 
Greenore _ recently. Every piece of 
movable equipment was laid out in the 
400 ft. warehouse, in which the opening of 
the railway was celebrated by a luncheon 
in 1875. Included among the various 
items and equipment offered for disposal 
were caps, signal lamps, office furniture, 
flags, and so on. 


French-Sponsored European 
Transport Conference 


France is to invite European transport 
ministers to a conference in Paris to discuss 
setting-up a European transport organisa- 
tion. The French Cabinet has authorised 
Monsieur Andre Morice, Minister of 
Transport, to prepare the conference for 
which no date has yet been set. One of 
the main aims would be to organise a pool 
of European railway wagons similar to the 
existing Franco-German pool. 

Ministers of Transport taking part in 
the conference would probably include 
those of France, Belgium, Italy, Western 
Germany, Spain, and Luxembourg. 

Outlining the advantages of a pool for 
rail transport, Monsieur Morice explained 
that the International Union of Railways 
had long favoured the adoption of stan- 
dardised rail equipment, and prototypes of 
standard goods wagons already existed. 
Differences in construction prevented Euro- 
pean countries from taking full advantage 
of the rolling stock of one another, and 
differences in design also held up plans 
for eventual electrification of main lines 
crossing frontiers. Rolling stock require- 
ments in individual countries were not 
sufficient. to allow mass production, but 
this would be possible if European rolling 
stock equipment were standardised. 

The Franco-German rail agreement 
allowed French goods wagons to be used 
in Germany and vice versa; France and 


Part of the train of four Dundalk, Newry & Greenore locomotives proceeding from 
Dundalk to Sutton for scrapping 








Germany each contributed 50,000 wagons 
to a pool. The main advantage of pooling 
rolling stock would be the prevention of 


wear and tear by a “rational” use of 
equipment. France had 80,000 wagons 
fewer than before the war but a better 


pooling system enabled its railways to carry 
more freight than before the war. The 
pooling of French and German wagons 
meant that the wagons running through 
were not immediately returned but re- 
mained in a pool until required. Monsieur 
Morice said the pooling of transport need 
not necessarily be confined to railways; 
road transport and canal barges could also 
eventually be pooled. 


Platform Indicators at 
St. Pancras 


departure indicators have 
installed at the entrance to each of the 
five main departure platforms at St. 
Pancras. They have been designed to offer 
final confirmation of the time of departure 
and the places served by each individual 
train on a particular platform, and so 
eliminate many of the queries put to the 
ticket collector. Information is confined 
to one train only at one time, namely, 
the next train departing from the platform 
concerned. The time of departure, final 


New been 











One of the new train departure indi- 
cators at St. Pancras Station 


destination and every intermediate stop 
ping place are shown, but nothing else; 
clarity combined with brevity is the aim. 

Each structure measures 4 ft. in width, 
with a height of about 7 ft. from pave- 
ment level. Approximately half the 
indicator consists of a vitreous enamel 
back plate in a light grey colour chosen 
to show to advantage both the white 
lettering of the permanent wording and 
also the detachable plates, which are in 
the regionai maroon. These plates are also 
in vitreous enamel, and they provide the 
train-by-train information. Setting up is 
simple and quick; the requisite plates, 


ready sorted and labelled are withdrawn 
from the storage cabinet and slotted into 
the heavy bronze fitments provided. 
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The storage cabinet, of polished oak, 
occupies the lower half of the indicator. 
All destination, time of departure and 
“stopping at” plates—one for every 
station at which each train is scheduled 
to call—are housed vertically in this 
cabinet, with ivorine identification tablets 
alongside. For easy handling all the 
plates (about 100) are banked which per- 
mits the lid to slope at an angle sufficient 
to discourage the deposit of cups and 
saucers and other travellers’ impediments. 

The indicators were devised by the 
Public Relations & Publicity Officer, 
London Midland Region, and made and 
fixed by the Partington Advertising Co. 
Ltd.; the vitreous enamel work was 
carried out by Mead McLean & Co. Ltd. 


New B.R. Engine Whistle 
Code 


A standard code of engine whistles, 
which will cover all the main railway 
operational requirements, has been intro- 
duced throughout British Railways. In 
addition, codes of a local nature will be 
retained by the Regions. 

The new standard code is as follows:- 


Description Whistles 
*Main or fast lines | long 
*Line next to mainline (slow or goods) 2 long 
*Line next to slow or goods 3 long 


(One additional long whistle to be 
given for each additionalline farther 
away from the mainline) 

* These codes to be given when approach- 
ing signals at danger or when necessary to 
indicate when ready to proceed on same 
line. 


Approaching junctions and requiring 
to proceed through junction :— 


tOn mainline and requiring to proceed 
to left 


| long | short 


tOn mainline and requiring to proceed 
to right 


| long 2 short 


tOne slow or goods line and requiring to 
proceed to left 


2 long | short 


tOne slow or goods line and requiring to 
proceed to right 
+ These codes to be given at signal box 
in rear of the box controlling the junction, 
unless otherwise shown 


2 long 2 short 


To or from goods line or slow line or 5 short 
loop and mainline 
To cross from main to main 4 short 


To or from bay or platform lines | crow | long 


Down main or fast, slow or goods or | crow 
loop to down sidings 

Down main or fast, slow or goods or 
loop to up sidings 


2 short pause 
3 short 


Up main or fast, slow or goods or loop 3 short pause 


to up sidings | short 
Up main or fast, slow or goods or loop 3 short pause 
to down sidings 2 short 


Up sidings to down sidings or vice versa 3 short pause 


3 short 
Train ready to leave sidings 2 short pause 
| short 
Shunt from sidings to main line... 2 short pause 
2 short 
To or from loco ave ; : 2 short 
Express trains requiring fresh engine at 3 crows 


next stopping place 


{Fire onlineside ... | crow | long 


| crow 
{ To be repeated when passing next 
permanent way men, station, signal box or 
crossing keeper's hut. 


Engine requiring water | long pause 


3 short 
To indicate light engine is clear of points | short 
which required to be turned 
To indicate that train orlight engine has | crow 
been shunted clear of points leading | short 
from one running line to another 
(Rule 69) 
To indicate that train orlight engine has 3 short 
been shunted clear of all running lines 
(Rule 69) 
2 crows 


Before starting train assisted by engine 
in rear (Rule 133/c) 


NOTE.—The term “‘ slow line ’’ includes relief line. 
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Parliamentary Notes 


Transport Act Amendment Bill 
Major Sydney Markham (Buckingham- 
C.) on June 24 in the House of Commons 
moved “that leave be given to bring in a 
bill to amend paragraph (iii) of subsectior 
(2) of Section 2 of the Transport Act. 

1947.” 

This section of the Act, he explained 
laid down that the B.T.C. “shall not. . 
construct, manufacture, or otherwise pro- 
duce anything which is not required fo 
use for the purpose of their undertaking.” 
His bill was designed to add the words: 
“except for the purposes of national de- 
fence or as sub-contractors for the pro- 
duction of railway stock or equipment for 
the export trade.” 


Rearmament Work in Railway Shops 

The only way, Major Markham con- 
tinued, in which rearmament work in rail- 
way workshops could be made possible 
which all Members wanted—was by the 
cumbersome procedure under Defence 
Regulation 55(2a). The first part of his 
bill was designed to clear up the confusion 
that had arisen, unforeseen when the 
[ransport Act was introduced. 


Sub-Contracting by Railways 

The second part was to allow the rail- 
ways to become sub-contractors for pro- 
duction of railway stock or equipment for 
the export trade. That was a return to 
prewar normality. At the moment, while 
British Railways could give millions of 
pounds of orders to private enterprise, they 
were not allowed under the Transport Act 
to do any work for private enterprise. even 
though the railway material export trade 
might urgently need those parts which 
could be supplied by British Railways. 

Major Markham hoped his bill would 
not raise the issue of State competition with 
private enterprise. He believed that exist- 
ing railway workshop capacity was nol 
being used sufficientiy, which was very 
detrimental to the national interest. 

The motion was agreed to, and the bill 


was brought in and formally read the 
first time. Ss 

The supporters of the bill include Mr. 
Norman Cole (South Bedfordshire—Nat 


Lib.-Con.), Mr Peter Smithers (Winchester 
C.), and Mr. J. A. Sparks (Acton 
Lab.). 


Staff & Labour Matters 


Railway Shopmen’s Claim ; 
At a meeting of the Railway Shopmen’s 
National Council on June 30, the employees’ 
side outlined the reasons for their claim for 
a substantial pay increase for railway work- 
shop staff. The employers’ representatives 
indicated that they would consider the claim 
and give a reply as soon as possible. 


London Transport Railwaymen 
The London Transport Executive on 
July 1 rejected the claim of London Trans- 
port railwaymen for a 10 per cent. wage 
increase and additional pay for Saturday 
work. 


Engineers’ Pay Demand 

In the outside engineering industry it has 
been decided to lodge a claim for an in- 
crease of £2 a week for engineering workers; 
this decision was made on June 26 at a 
meeting of the executive council of the Con- 
federation of Shipbuilding & Engineering 
Unions. It had been anticipated that the 
demand would be either for a substantial 
increase in pay or an increase of 30s. a 
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week. The claim for £2 a week rise was 
proposed by the A.E.U., the strongest of 

> 37 unions affiliated to the C.S.E.U., and 
.dditional support to this proposal was 
viven by the Union of Foundry Workers. 
The claim is based on the rise in the cost 
of living and higher profits in the industry. 
rhe employers’ representatives have under- 
taken to consider the claim; the unions have 
sked for a reply before the annual confer- 
ence in the second week in August. 


Busmen’s Wages 

The National Council for the Omnibus 
industry met on June 26 to hear the con- 
sidered reply of the employers’ representa- 
tives to the men’s claim for a substantial 
increase in pay. The employers rejected the 
claim and the meeting was adjourned to 
llow the employees’ representatives to con- 
ider the reasons given by the employers’ 
side, and with a view to the matter being 
further considered at a meeting of the 
National Council on July 16. 

It is anticipated that municipal bus em- 
ployers and London Transport will give 
their replies to similar claims in the mean- 
time 


Contracts & Tenders 


The South African Railways have 
ecently placed the following contracts in 
connection with the Cape Western 
electrification:— 

Cravens Railway Carriage & Wagon Co. 
Ltd.: Ten third class motor-coaches. 

Metropolitan-Cammell Carriage & Wagon 
Co, Ltd.: Ten first class motor-coaches. 


Orders for six diesel-mechanical shunt 
ing locomotives for use in the Eastern 
Region have been placed by British Rail- 
ways. These are the first instalment in 
the programme for 141 engines of this 
type which, as stated in our December 
28, 1951, issue, are authorised (together 
with 432 diesel-electric engines) for con- 
struction during the five-year period 
1953-57. 

The present orders are for three 150 h.p. 
engines of the 0-4-0 type to be built by 
the Hunslet Engine Co. Ltd. for use at 
Ipswich Quay, and three 200 h.p. engines 
of the 0-6-0 type to be built by the Drewry 
Car Co. Ltd. for use at Wisbech. 


The National Gas & Oil Engine Co. 
Ltd.,. one of the Brush Aboe Group, has 
recently received the following orders:— 

21 ** M4AA7” engines developing 260 b.h.p. 
at 1,250 r.p.m., for use in railcars being manu- 
factured by the Drewry Car Co. Ltd. for the 
New Zealand Government Railways. 

11 ** M4AA6” engines developing 250 b.h.p. 
at 1,400 r.p.m., for use in shunting locomotives 
being manufactured by the Hunslet Engine Co. 
Lid. for the New Zealand Government Rail- 
ways. 

Nine ‘* M4AU5” pressure charged engines 
developing 275 b.h.p. at 1,500 r.p.m. for use in 
shunting locomotives to be manufactured by 
the North British Locomotive Co. Ltd. 


4 recent Reuter’s report from Vienna 
States that Simmering-Graz-Pauker A.G. 
has received an order for 134 units of 
rolling stock, including luggage vans, pas- 
senger and luggage vans,  third-class 
passenger coaches—some of which are to 
be equipped with a dining section—and 
ir-conditioned restaurant cars for the Indo- 
nesian State Railways. 


Group Marketing (Overseas) Limited has 
recently obtained an order from Switzer- 
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land for Trimwell Products Limited, Bridg- 
end. The order covers the supply of luxury 
rotating and adjustable seating for the Swiss 
Federal Railways by the Swiss Car & Eleva- 
tor Corporation Limited at Schlieren-Zurich. 


Notes and News 


Royal Patronage to Institute of Transport. 
—The Queen has granted her patronage 
to the Institute of Transport. 


Indian Locomotive Industry——The Minis- 
ter of Railways, India, has stated that by 
the end of May, 1952. the Government 
locomotive plant at Chittaranjan had 
erected 29 locomotives. He also stated 
that work had begun on a new coach plant 
at Perambur, Madras. 


Improvements at Norwich Victoria Goods 
Station.—The Eastern Region announces 
that Victoria Goods Station, Norwich, 
which was severely damaged by enemy 
action in 1942, is to undergo considerable 
repairs and alterations; work has begun 
already. The scheme will provide for the 
layout of the yard to be remodelled and 
simplified to give better working facilities, 
and is designed for a speedier turn-round 
of wagons. Pressure on the facilities at 
Norwich Thorpe Station at peak periods 
will also be eased. Electric lighting is to 
be installed throughout, a new goods office 
will be built, giving better staff accom- 
modation, and the platform and remains 
of the old station buildings will be 
demolished. 


New Double-Deck Pier at Dun Laoghaire. 

The first cross-Channel passengers to 
use the new two-tier docking platform at 
Dun Laoghaire sailed to Holyhead by 
m.v. Cambria on June 27. The new plat- 
form, the main feature of measures taken 
to improve the port by the Office of Public 
Works, enables passengers to embark from 
two levels, reducing the loading time by 
half. At a reception before the departure 
of the Cambria, Mr. J. A. Nugent, Chair- 
man of the Irish Tourist Board, said that 
he was pleased with the expedition with 
which the improvements had been carried 
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out, and hoped that the difficulties 
encountered last summer would never be 
repeated. The new arrangements were 
expected to be in full operation by July 
26, when it was anticipated that there 
would be cleared through Dun Laoghaire 
eight vessels carrying over 10,000 
passengers. 


British Railways Coal, Iron and Steel Carry- 
ings.—The figures for the conveyance of 
deep-mined and opencast coal by British 
Railways for the week ended 6.0 a.m., 
June 30, 3,135,030 tons, exceeded the figure 
for the corresponding week of last year, 
which was 3,057,260. During week ended 
June 21, 204,845 tons of iron and steel were 
conveyed by rail from principal steel works. 


Accident at Nottingham Victoria Station. 

At 7.40 p.m. on June 30 the 4.50 p.m. 
train from Marylebone to Bradford, the 
“ South Yorkshireman,” ran into an engine 
and empty coaches, which were about to 
be positioned in Nottingham Victoria 
Station, London Midland Region. The 
“South Yorkshireman”™” was _ double- 
headed by locomotives Nos. 60054 and 
61126, and the leading engine, No. 60054, 
and the locomotive which was positioning 
the empty stock, No. 61369, and an 
empty coach, were derailed, blocking the 
Down main and a platform line. The 
coupling between the first coach of the 
express and the second locomotive was 
severed. Single line working was not 
necessary, as a loop line allowed other 
traffic. to by-pass the mishap and no 
appreciable delay was recorded. Two 
passengers were taken to hospital for 
treatment and were afterwards discharged. 
The Driver and Fireman of No. 61369 
were taken to hospital; the Fireman was 
discharged, but the Driver was detained 
for an X-ray examination. ‘ 


British Road Services in 1951.—Maj.- 
General G. N. Russell, Chairman of the 
Road Haulage Executive, in a message to 
the staff of British Road Services con- 
gratulates all concerned on the substantial 
improvement over 1950 shown in _ the 
results for 1951. He stresses the improve- 
ment in the service, but points out that 
this does not preclude room for improve- 


London Transport Unpainted Aluminium Car 





Experimental unpainted aluminium car recently placed in service on the London 
Transport Executive District Line, reference to which was made in our June 20 
issue 
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ment. Costs, he states, are rising, particu- 
larly in respect of fuel, and the recession 
in trade has caused a decline in traffic. 
The staff is urged to exercise the utmost 


economy in fuel and in vehicle use, to 
reduce maintenance costs by care of 
vehicles, and to keep down claims by 


careful handling of goods. 


B.LC.C. Stores Change of Address. 

British Insulated Callender’s Cables 
Limited announces that with effect from 
June 30, 1952, the address of its London 


branch stores will change from Nine Elms 
Lane to 10-14, White Lion Street, Islington, 
N.1. The new telephone number will be 
TERminus 8696-7. The branch office re- 
mains at 21, Bloomsbury Street, W.C 


Record Number of American Visitors.— 
The latest statistics issued by the British 
Travel & Holidays Association show that 
16,900 American visitors arrived during 
May, an increase of 35 per cent. over May, 
1951. Tourist traffic from all sources 
during the month totalled 70,700, a slight 
decrease compared with May of last year. 
but 15 per cent. higher than May, 1950. 
The reason for the decrease in the overall 
total was a reduction in traffic from 
Europe. This reflects the effect of the 
Festival of Britain, which stimulated early- 
season traffic from Europe. The May 
figure brings the total of overseas visitors 
for the first five months of 1952 to 206.000, 
of which the American content is 39,000, 
18 per cent. more than for the same period 
last year. 


Associated Commercial Vehicles Limited. 
—An extraordinary general meeting of 
Associated Commercial Vehicles Limited 
will be held on July 9 to consider a resolu- 
tion for increasing the capital of the com- 
pany to £3,800,000 by the creation of 
1,500,000 5} per cent. redeemable cumu- 
lative preference shares of £1 each. A 
circular to stockholders explains the desir- 


ability in present circumstances’ of 
balanced stocks of materials being held 
and draws attention to the continuing 


increase in the price of many materials 
required by the group for the maintenance 
of its business. In spite of these diffi- 
culties, it is stated, the turnover of the 
group continues to expand, especially in 
regard to vehicles for export and in con- 
Nection with the rearmament programme. 


Camping Coaches in Scotland.—Holiday 
camping coaches are being introduced this 
summer in Scotland by British Railways 
for the first time since the war. The sites 
selected are at Aberfeldy (Perthshire), 
Appin (Argyll), Arisaig (Inverness-shire), 
Eddleston (Peebles-shire), Glenfinnan 
(Inverness-shire), Loch Awe (Argyll), 
Morar (Inverness-shire), Portessie (Banff- 
shire), Strathyre (Perthshire), and Strome 
Ferry (Ross and Cromarty). Each coach 
contains a living room, kitchen, and three 
separate sleeping apartments, each with 
beds for two people and is_ fully 
furnished and equipped with all house- 
hold requisites (see also our May 30 
issue). Application to hire the coaches 
should be made to the Commercial Super- 
intendent, British Railways (Scottish 
Region), Central Station, Glasgow. 


Re-equipment of Parana Railway.—An 
Agency message states that President Vargas 
has approved the recommendations of the 
Brazil-U.S. Joint Commission on overseas 
financing for the purchase of equipment 
for the Parana-Santa Catharina Railway. 
This project will require an expenditure of 
531,159,490 cruzeiros and $16.886.092. The 
President recommended that orders shouid 
be placed with local industries for 1,200 
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wagons, if reasonable prices, quality and 
delivery periods could be obtained. Local 
plants could also supply rails and sleepers. 
[wenty diesel-electric locomotives will be 
purchased to replace 38 steam locomotives, 
which are to be withdrawn. 


Ravensthorpe Lower Station Closed.— 
Passengers and freight train services were 
withdrawn from Ravensthorpe Lower 
Station, North Eastern Region, on June 30. 
Alternative road passenger services, with 
stops close to the station, are operated by 
the Huddersfield Corporation, the York- 
shire Woollen District Transport Co. Ltd., 
West Riding Automobile Co. Ltd., and 
Messrs. Longstaffe. [he present British 
Railways collection and delivery service 
from Dewsbury is being continued. 


D. Napier & Son Limited.—A statement of 
results published by D. Napier & Son 
Limited (a subsidiary of the English Elec- 
tric Co. Ltd) shows a balance on trading 
account to December 29 last of £438,169, 
an increase of £152,670. This year’s figure 
includes credits on settlements of contracts 
completed in previous years. The deduc- 
tion for depreciation of fixed assets is 
£119,608 compared with £110,086 in the 


previous year. Revenue reserves of 
£656,533 compare with £520,110 a year 
ago. 


Stewarts and Lioyds Film.—A preview of 
two films produced by Stewarts and Lloyds 
Limited. “Steel Pipes for Sindri” and 
*The Great Jib” was given at the British- 
Gaumont Theatre, Wardour Street. 
London, W.1, on June 30 under the 
auspices of Tubewrights Limited, sub- 
sidiary of Stewarts and Lloyds Limited. 
After introductory remarks by Mr. Gavin 
Stewart, Managing Director, Tubewrights 
Limited, the film “ Steel Pipes for Sindri ” 
was shown, dealing with the erection and 
laying of steel pipes of sizes varying 
between 1 in. dia. and 72 in. dia. for a 
fertiliser factory for the Government of 
India. now producing some 1.000 tons of 
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ammonium sulphate a day. The film depicts 
the work done by Stewarts and Lloyds 
new workshops in India, which were 
specially built for the contract. The 
second film depicts the erection of the 
W. 1400 walking dragline operating ir 
Stewarts and Lloyds ironstone quarry at 
Corby. The dragline, described in ow 
November 23, 1951, issue, was evolved by 
Tubewrights Limited, in collaboration with 
Ransomes & Rapier Limited. Both films 
are available for scientific bodies or trade 
associations on application to Stewarts and 


Lloyds Limited, Publicity Department. 
Brook House, Upper Brook _ Street, 
London, W. 1. 

Closing of London Midland Region 


Stations.—The following London Midland 
Region stations will be permanently closed 
on July 7: Crosby Garrett (between Kirkby 
Stephen and Appleby) (closed for passen- 
gers, parcels, passenger train merchandise, 
and freight traffic); Daresbury (between 
Helsby and Warrington) (closed for passen- 
gers, parcels, and passenger train mer- 
chandise; and Halton (between Helsby 
and Warrington) (closed for passengers). 
On August 4. Towneley (between Burnley 
and Todmorden) will be closed for passen- 
gers, parcels and passenger train mer- 
chandise. 


City of Oxford Motor Services Limited.— 
Net profit for 1951 was £40,288, a reduc- 
tion of £49,815 compared with the pre- 
ceding year. Operating and maintenance 
expenses increased from £409,550 to 
£452,670, and were only partly offset 
by extra revenue owing to delay in the 
grant of increased fares applied for by the 
company. The report forecasts an adverse 
effect on operating results in the current 
year from the extra tax of 74d. per gallon 
en fuel, oil, and petrol imposed by the 
recent Budget, which, with the previous 
tax, is described as constituting “ A total 
penal tax of 2s. 6d. per gallon.” 
Holman Representation in East Africa. 

Holman Bros. Ltd.. of Camborne, England. 
announces that from July 1, 1952. the com- 
rany will have its own branch at Nairobi. 
This wil] serve Kenya, Tanganyika and 
Uganda. where it had been represented by 
Gailey and Roberts Limited. Mr. J. B. 
Passmore is Manager of the East Africa 
branch. He has been Holman Engineer 
Representative in East Africa for the past 


19 years. The postal address is: Holman 
Bros. Ltd, P.O.Box 2044, Nairobi. Tele- 
phone: 84-25; Telegrams: Airdrill, Nairobi. 


The godown and offices are at Plot 41 in 
the Light Industrial Area—about 10 
minutes from the city centre—and are well 
served by road and rail. Compressed air 
plant for mining, quarrying, civil engineer- 
ing and other industries will be stocked at 
the branch, as well as ample quantities of 
spare parts for the large number of Holman 
products at present in use in East Africa. 


North Western Road Car Co. Ltd.—The 
Chairman, Mr. J. W. Womar, stated at 
the annual meeting on June 24, that any 
further increase in costs must be a direct 
charge on the public in increased fares. 
Workers’ tickets, he said, were an unjusti- 
fiable burden on bus undertakings, because 
this peak traffic at low fares involved 
vehicles and crews which for most of the 
day had no other work. The White Paper 
on transport, added Mr. Womar, had re- 
moved the threat of nationalisation of 
road passenger undertakings. Another 
aspect of the White Paper of importance 
to the bus industry was the Government 
proposal tc review working of the 
licensing system for public service vehicles 
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persons answering Situations 
must be made through a 
(ecal Office of the Ministry of Labour or a 
§ djuled Employment Agency if the applicant is a 
man aged 18-64 inclusive or a woman aged 18-59 
Lb 

¢ 


e engagement of 
Vacant advertisements 


xciusive unless he or she, or the employment, is 
scepted from the provisions of the Notification of 
Vacancies Order, 1952. 


YUNIOR TRAFFIC OFFICIAL with Railway 
v Traffic apprenticeship experience required for the 


Southern Railway of Peru, age 20/25 years, single, 
knowledge of Spanish would be an advantage. Apply 
t he SECRETARY OF THE PERUVIAN CORPORATION 
LimireD, 144, Leadenhall Street, London, E.C.3. 
R! JUIRED for the Southern Railway of Peru. 
Locomotive, Carriage and Wagon _ Senior 
Draughtsman 30/35 years of age. Qualifications: 
Must have served a full general apprenticeship in an 
Engineering workshop (preferably Railway) and have 
had at least five years’ drawing office experience with 
some time in an executive capacity. A knowledge of 
Spanish an advantage. Future prospects. Apply to 
he Secretary, PERUVIAN CORPORATION LIMITED, 144, 
Leadenhall Street, London, E.C.3, 
N.E.R HISTORY.—Twenty-Five Years of the 
**‘» North Eastern Railway, 1898-1922. By R. Bell. 
C.B.I Assistant General Manager, N.E.R. and 
L.N.E.R. Companies, 1922-1943. Full cloth. Cr 
8vo. 87 pages. 10s. 6d.—The Railway Gazette, 
33, Tothill Street, London, S.W.1. 
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OFFICIAL NOTICES 


SUDAN GOVERNMENT 

UDAN RAILWAYS require a Harbour Engi- 
neer aged 35 to 45 for service in the Sudan on 
Harbour construction and maintenance. Applicants 
should be Associate Members of the Institute of 
Civil Engineers or hold an Engineering degree recog- 
nised as exempting from Sections A and B of the 
A.M.I1.C.E. Examination, and must have had special- 
ised training and experience of Harbour construction 
and maintenance. Appointment will be on probation 
for Short Term Contract (with bonus) for up to five 
years in the salary range £E1,525 to £E1,975 per 
annum. A starting salary higher than the lowest rate 
may be given if justified by age, qualifications and 
experience. A cost of living allowance may also be 
payable. Free passage on appointment. There is 
at present NO INCOME TAX in the Sudan. Outfit 
allowance of £E50. Further information and applica- 
tion form will be sent on receipt of a postcard only 
addressed to the Sudan Agent in London, Wellington 
House, Buckingham Gate, London, S.W.1, quoting 
‘“* Harbour Engineer 1909°* and name and address 
in BLOCK LETTERS. 


We can arrange for readers’ 

copies to be bound in full cloth at a charge 
of 25s. per volume, post free. Send your copies to 
the SUBSCRIPTION DEPARTMENT, Tothill Press Limited, 
33, Tothill Street, London, S.W.1. 


BOUND VOLUMES 


J NTERNATIONA L RAILWAY ASSOCIATIONS 


Notes on the work of the various associations 
concerned with International traffic, principally on 
the European Continent. 2s. By post 2s. 2d. The 


Railway Gazette, 33, Tothill Street, London, S.W.1 


bo 
a 


S ENIOR and Junior Mechanical Engineering 
} Draughtsmen required by Company manufactur- 
ing diesel-electric locomotives. Experience of the 
mechanical design of bogies and underframes for 
electric or deisel-electric locomotives preferred. 
Exceilent opportunities exist for eventual upgrading 
to Design Engineer. First-class conditions of service, 
including Staff Assurance, and good salaries for the 
right men. Please apply, giving full details of quali- 
fications, training, experience, age, salary, etc., to— 
Box 518, The Railway Gazette, 33, Tothill Street 
London, S.W.1. : 


REQUIRED for the Central Railway of Peru, 
Railway Stores Assistant (Clerical). Qualifications: 


Secondary School Education and holding School 
Leaving Certificate, preferably with some previous 
commercial experience. Age from 23 to 30 years. 


Knowledge of Spanish desirable. Single man pre- 
ferred with experience in a Stores Department of a 
British Railway or an Engineering concern. Apply to 

THE PERUVIAN CORPORATION LTD., 144, Leadenhall 
Street, London, E.C.3. 


TT HE * PAGET" LOCOMOTIVE. Hitherto un- 

published details of Sir Cecil Paget's heroic 
experiments. Eight single-acting cylinders with rotary 
valves. An application of the principles of the 
Willans central-valve engine to the steam locomotive. 
By James Clayton, M.B.E., M.I.Mech.E. Reprinted 
from The _ Railway Gazette, November 2, 1945. 
Price 2s. Post free 2s. 3d. The Railway Gazette, 
33, Tothill Street, London, S.W.1. 








set up under 1930 Road Traffic Act; the 
system had worked well ever since it was 
introduced, and the views of the industry 
should be obtained and due weight given 
to them by the Government in any further 
proposals. In his own considered opinion, 
after a lifetime in the industry. no change 
in the system was needed. 


Mather & Platt Limited—A statement 
issued with the report of Mather & Platt 
Limited shows that group activities during 
1951 were on an increased scale. The con- 
solidated trading profit of £1.499,497 
represented an increase of £181.696. After 
allowance for depreciation, writing off 
shares in subsidiaries, placing £200,000 (as 
against £100,000 last year) to stock-in-trade 
contingency reserve and charging £824,105 
to taxation (£208,159 higher), the consoli 
dated net profit was £333,313. Last year 
the corresponding figure was £413,273. The 
report also states that the company has 


two years’ orders on its books in most 
departments. 
British Aluminium Co. Ltd. — Besides 


maintaining its dividend at 10 per cent., 
less tax, with an unchanged final of 6 per 
cent., the British Aluminium Co. Ltd. has 
announced a bonus of 2 per cent. on the 
£5.000,000 ordinary capital for 1951. For 
1950 the distribution comprised interim 
4 per cent. and final 6 per cent., on 
£3.00C,000 capital. The £2.000,000 new 
stock issued in November, 1950, ranked for 
half the final payment (3 per cent.). The 
total distribution requires £315,000 com 


pared with £198.000 for 1950. The net 
profit of the group, after taxation at 
£1.524.974. amounted to £808,816 
(£631,999), 


Pressed Steel Co. Ltd.—Major Albert Pam. 
Chairman of the Pressed Steel Co. Ltd. 
spoke of the effects of steel shortage and 
recent wage awards when addressing the 
Company’s 25th annual general meeting re- 
cently. It had been said that the country 
was near the turning point in steel but they 
could see no immediate sign of any real 
improvement. Shortages inevitably in- 
creased the cost of their products and 
higher wages would affect the upward 
spiral. Restrictions on imports into Aus- 
tralia, New Zealand and South Africa were 
bound to have a serious effect on all United 
Kingdom production unless other overseas 


markets were found. It was the board’s 
policy to keep their plant and equipment 
in first class condition, and in the past year 
they had speat £450,000 in that direction; 
and further equipment, estimated to cost 
£820,000, was on order. The company’s 
production of railway wagons had for 
many months been very large, and was 
limited only by the amount of material 
allocated for their contracts. 


Imperial Chemical Industries Limited. 

By recommending a final ordinary dividend 
of 10 per cent., making, with the interim 
dividend of 3 per cent., a total of 13 per 
cent., less tax, for 1951, Imperial Chemical 
Industries Limited has raised its distri- 
bution by 1 per cent. over 1950. The new 
ordinary shares issued last February at 
40s. 6d. each in the proportion of one 
new share for each £6 of ordinary stock 
held do not participate in the distribution. 
Group profit, before taxation, but after 
charging £8.892,892 for depreciation, was 
£40,057,501, a rise of £9,039,044 compared 
with 1950. Taxation takes £16,557,129, 
leaving a group profit of £23,500,372, 
compared with £18,562,765 for the pre- 
vious year. The net income of the com- 
pany was £3,538,636 higher at £20,382,548. 


Northern General Transport Co. Ltd.— 
The report for the year ended Decem- 
ber 31, 1951, of the Northern General 
Transport Co. Ltd. shows that after 
deducting £150,000 placed to general re- 
serve, there remained for distribution 
£377,796. The directors recommend the 
following distribution, less tax: dividend 
of 64 per cent. for the year on the cumu- 
lative preference stock; interim dividend of 
10 per cent. on the ordinary stock; final 
dividend of 10 per cent. on the ordinary 
stock; and bonus of 5 per cent. on the 
ordinary stock. These total £119,074. 
leaving £258,722 to be carried forward. 
The report draws attention to rising costs. 
including wage increases and the petrol 
tax. which resulted in the fare increase 
in October, 1951. 


Costa Rica Railway.—The annual general 
meeting of the Costa Rica Railway Co. 
Ltd.. was held on April 8 at Winchester 
House, London. Mr. Robert W. Adeane. 
Chairman of the company, who presided. 
stressed the magnitude of the landslide and 
flood damage to the Northern Railway in 


recent years. In the absence of remittances 
from the Northern Railway Company 
since June, 1950, they could not, he added, 
pay the First Mortgage debenture interest 
due on July 1, 1951, and January 1, 1952 
However, in view of the Northern Railway 
Company’s improved position, they might 
expect funds to be transmitted almost at 
once, and owing to favourable sales of 
investments they had some money on de- 
posit. The directors, therefore. after con- 
ferring with the committee appointed by the 
first mortgage debenture holders in 1941, 
had paid a half-year’s interest on those 
debentures. In view of this the mora- 
torium was extended until January 1, 1953. 


Are Welding of Aluminium Alloys.—Con- 
siderable progress has been made in the 
development of electrodes for the arc weld- 
ing of aluminium alloys. The latest Murex 
aluminium 5 per cent. silicon electrode in- 
troduced by Murex Welding Processes 
Limited produces welds having a very high 
tensile strength, the minimum being 10°5 
tons per sq. in. This type of electrode has 
been approved by the Ministry of Supply 
for the welding of military bridging equip- 
ment and has many special features. The 
larger gauge of electrodes can be used with 
currents up to 400 amps. d.c. for the deep 
penetration welding of aluminium alloy 
sections with thicknesses up to 2 in. with- 
out special edge preparation and without 
preheating. Thicker sections can, of 
course, be welded with suitable joint pre- 
paration. Being of the extruded type the 
electrode has the advantages of uniformity 
of coating and welding properties. Slag is 
easy to remove and while the electrode is 
primarily designed for welding in the down- 
hand position, it can, if required, be used 
in all positions. 


Coventry Gauge & Tool Co. Ltd.—Speak- 
ing at the annual general meeting of the 
Coventry Gauge & Tool Co. Ltd. recently, 
the Chairman, Mr. S. J. Harley, said the 
net group profit for the year ended 
August 31 last was £76,889, as compared 
with £61,589 in the previous year. The 
directors considered their company should 
have further cash resources and were con- 
sidering the best methods for raising them. 
Their turn-over had increased and there 
seemed to be no slackening in the demand 
for the company’s products. Their 
Australian factory was open for trading 
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and since early in February this year had 
been in a position to tender for and exe- 
cute work for customers. Trade in Canada 
continued to expand, In South Africa 
steps were being taken as a result of which 
the bulk of the capital invested by the 
parent companies in Coventry Gauge & 
Brooke Tool (S.A.) Pty. Ltd. would be 
repaid to them, and the issued capital of 
the South African Company would be 
reduced. He thought he could safely say 
that no loss of capital would be involved, 


but that there weuld be small gain from 
the South African venture. 

Steel Pipes for Coryton Refinery.—Stewarts 
and Lloyds Limited has made a consider- 
able contribution to the refinery of the 
Vacuum Oil Co. Ltd., at Coryton. The 
major portion of the 500 miles of pipe, 
ranging in size from { in, to 43 in., has 


been supplied by S. & L. direct to the site, 
together with over 2.250 tons of manipu 
lated pipework. In addition (over and 
above normal fittings supplied with the 
manipulated pipework) welding fittings to 
the value of some £30,000 have been 
delivered. Under 16 in. dia. pipework 
supplied direct to site was all seamless; 
18 in. dia. upwards was manufactured by 
the Lapweld process. Process pipework 
on the actual refining units, usually in sizes 
1 in. to 16 in., is of seamless quality and 
is being supplied prefabricated, i.e., bent 
and flanged where necessary in accordance 
with drawings supplied by the designing 
engineers, the Lummus Co. Ltd. 


The report of 


William Asquith Limited. 
Asquith Limited 


the directors of William 
for the period ended September 27, 1951. 
shows net profit at £62.824, which with 
balance brought forward and tax reserve 
no longer required gives £130,225. After 
transferring £50,000 to general reserve and 
payment of dividends, the unappropriated 


balance is £64,022. Mr. Robert W. 
Asquith, Chairman & Joint Managing 
Director, in his statement. issued with the 
report, says that increased production will 
have to be looked for mainly by sub- 
contracting, due to shortage of labour in 
recognised machine tool manufacturing 
centres. Referring to the increased cost of 


replacing capital assets, he considered that 
current rates of depreciation are entirely 
inadequate to maintain plant at the proper 
state of efficiency. 


British Timken Limited.—Mr. John Pascoe, 
Chairman of British Timken Limited, said 
at the company’s recent annual general 
meeting that in the past four years they 
had spent over £2,000,000 on buildings and 
plant. Their dividend of 25 per cent. less 
tax. absorbing £52,500, represented less 
than a twelfth of the amount paid by the 
group in income and profit taxes for the 
year. In the period January 1, 1946, to 
December 31, 1951, their raw material 
price increases ranged from 44 per cent. 
to 95 per cent., and average wages and 
salaries increased by 25 per cent. During 
this time, however, the prices of their bear- 
ings had only increased by an average of 
15 per cent. Mr. Pascoe referred to the 
decree of the U.S. Supreme Court by 
which the Timken Roller Bearing Com- 
pany of Canton, Ohio. must solicit and 
accept orders from anywhere in the world, 
including countries which previously were 
exclusive British Timken territory. Lengthy 
negotiations had resulted in an entirely new 
agreement between the two companies, 
which now would be free to manufacture 
or sell under the same Timken trademark. 
in competition, in all countries without 
limitation of time. 
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Railway Stock Market 


A better tendency has developed in stock 


markets and prices in most sections 
recorded moderate improvement, due 
mainly to the ending of recent selling, 
though buyers were more in evidence 
attracted by the large yields now ruling. 
British Funds have been inclined to 
Strengthen now that talk of an increase 
in the bank rate has died down, and 


industrial shares recorded moderate gains, 
though best prices were not held. Over 
the next few months many companies will 


have to raise additional capital, partly to 
repay bank loans, and partly to provide 
for rising costs and the financing of 


development plans. 

At present, some companies are follow- 
ing a waiting attitude and selling part of 
their gilt edged investments to increase 
cash resources, because, until market con- 
ditions are more favourable, it is doubtful 
if public issues would meet with success. 


Even issues confined to shareholders and 
offered on attractive terms have not met 
with a satisfactory response recently, over 
50 per cent. of the shares having had 
to be taken up by underwriters in some 
cases. The market fears that if there is 


a big rush of new issues later in the year 
the new issues will compete with existing 
securities, and that selling of the latter 
so as to take up new shares may prevent 


any general recovery in markets for a 
time. 

Foreign rails received more attention, 
though movements in most cases were 


moderate. United of Havana stocks, how- 


ever, attracted, particularly the 5 per cent. 
debentures which have been active and 
rose to 165 on the view that they are 
relatively undervalued in relation to the 
company’s other debenture stocks, and 
that this would probably be realised in 


any reorganisation of capital or any take- 
over offer that might arise in the future. 
The 43 per cent. Cuban debentures were 
also active and higher at 40. 

Manila Railway debentures were 
prominent in the hope that a scheme for 
dealing with arrears of interest on the 
railroad company’s bonds will be arrived 
at before the end of the year. These 
bonds are virtually the company’s only 
asset, and on any reasonable settlement. 
it is argued in the market, that the 
debentures would be worth well over their 
current prices. Possibly a scheme might 
be arrived at before the end of the year. 
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but it is probably prudent to take the 
view that it will be a slow rather thaa 
a rapid process. The “A” debentures 


were 78, the “B” debentures 69, while 
the preference shares attracted some atter- 
tion at the improved level of 9s. 3d. 

Antofagasta preference stock was 51 and 
the ordinary 11. In view of the outstanc- 
ing arrears of preference dividend, and the 
reasonable assumption that 5 per cent. per 
annum is likely to be paid off these arrears, 
the preference stock yields not far short 
of 10 per cent. on this basis at its current 
price, which seems attractive. It is prob 
able also that, in time, an acceptable 
scheme for dealing with all the outstand 
ing dividend arrears might be devised 

Leopoldina ordinary has been steady a 
11 and the preference at 20. Leopoldin 
Terminal debentures kept at 20, and th 
ordinary units improved to Ild. on 
little speculative buying. 

Nitrate Rails shares were 20s. and Taltal 
14s. 6d. Mexican Central “ A” debentures 
have been firmer at 674. 

Brazil Rail bonds held their recent im 
provement to 6. San Paulo 10s. ordinary 
units have remained around lls. 9d 
though the current market view is tha 
a settlement of the company’s additional 
compensation claim is unlikely before next 
year. 

Chilean Northern 5 per cent. first 
debentures have changed hands around 
304. Guayaquil & Quito 5 per cent 
bonds marked and elsewhere, Havan: 
Terminal 5 per cent. debentures were dealt 
in around 57. 

Engineering and kindred shares showed 
a firmer tendency in the hope of improved 
steel supplies later in the year. Guest 
Keen were 49s. 6d., Vickers 40s. 9d. and 
John Brown 38s. 9d. while T. W. Ward 
kept at 69s. Metal Industries were a good 
feature with an advance of Is. 9d. to 
4ls. on the results and share bonus which 
came as a pleasant surprise to the market 


Among shares of locomotive builders 
and engineers, rather more business has 
been reported. Yields in most cases are 
attractive, and it is being assumed that 


dividends are likely to be maintained unless 
there is a further cut in steel supplies 
Beyer Peacock were 27s. 6d., Hurst Nelson 
49s. 6d., North British Locomotive 14s. 
Gloucester Wagon 10s. shares 11s., Vulcan 


Foundry 21s. 3d. and Birmingham Car 
riage 31s. 3d. Charles Roberts 5s. shares 
were 19s. and Wagon Repairs 5s. shares 
lls. 9d. 


Traffic Table of Overseas and Foreign Railways 





pe — 
x 
Tisha toe weak $ Aggregate traffics to date 7 
; Miles Week 3 Total 
Railway open ended Total Inc.ordec. ° Increase or 
Rap compared | 6 1950/51 decrease 
this year with 1949/50 | Z 
* £ £ £ £ 
‘2 /Antofagasta 800 6.52 147,790 6,910 | 25 3,886,060 + 1,037,080 
© | Costa Rica 281 May, 1952 1,552,666 + 986,013 | 48 14,398,842 + 4,220,309 
E} Dorada... 70 May, 1952 32,469 — 2,714 | 22 166,616 — 10,60! 
< J inter. Cel. Amer.. 794 Apr., 1952 $1,085,825 + $214,744] 17 $4,754,984 + $130,795 
& } Paraguay Cent. 274 20.6.52 G4i1,193 + G117,107 | 5! GI8,375,926 + G7,571.419 
O \ Peru Corp. 1,050 May, 1952 $8,680,000 $856,000 | 48 $92,012,000 + $7,791,000 
3 Goliren 66 May, 1952 Bs.19,347,000 4+Bs.1,468,000| 48 Bs.181,091,000 + Bs.36.709,000 
c£ Section 
$ | Salvador 100 = Mar., 1952 225,000 — cl!,000| 39 1,607,000 + 44,000 
& \Taltal 122 May, 1952 $3,818,000 + $1,562,000 | 48 $25,978,000 + $7,109,000 
iJ 
32 Canadian Nationalt| 23,473 May, 1952 | 19,453,000 |+ 1,554,000| 22 91,275,000 + 9,163,000 
§ | Canadian Pacifict...| 17,037 May, 1952 13,042,000 + 581,000 | 22 60,769,000 + 4,122,000 
# { Barsi Light* 167. May, 1952 29,565 + 2,895 | 4 66,825 — 15,862 
3 | Gold Coast ‘ 536 = Apr., 1952 323,411 + 29,019] 4 323,411 + 29,019 
S { Mid. ofW.Australia} 277 Apl., 1952 55,294 + 14,257 | 44 577,894 + 179,361 
> | South Africa 13,398 31.5.52 1,985,587 + 85,303 | 9 17,263,888 + 914,005 
Victoria 4,744 Feb., 1952 | 2,176,542 |+ 436,697 | 35 _ = 





| j 


* Receipts are calculated at Is. 6d. to the rupee 


+ Calculated at $3 to £1 


